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SAN FRANCISCO 


A. F. ZIPF . . . District Manager In 1603 Vizcaino visited what is now the Gulf of the Farallones and 





Office boy (at 14), then Train Mes- mapped it as Bahia de Puerto de San Francisco. This is the f:rst time the z 
senger and Route Agent for Wells 
Fargo out of San Francisco; Clerk, : . : - re 
fee hot. aitaaion = of San Francisco appeared in connection with the vicinity of what : 
agerof Transportation for the famed : , : ; 

Tincien pi rc tae Company; _ 18 now the city of San Francisco. In 1769, Don Gaspar de Portola and his - 


Traffic Manager for the White Pass : : ; 2 
and Yukon Route; General Man- _ followers were the first to glimpse San Francisco Bay. Six years later, , 
ager of the Carlisle Packing Com- ; : 3 
pany in Alaska and Washington; Don Juan Manuel Ayala, in the San Carlos, sailed through the Golden 

Traffic Manager of the Pacific a : Rc 
Steamship Company; Pacific Coast — Gate and cast the first anchor in the Bay. Colonel Juan Bautista ce Anza, . 
Manager of the Williams Steamship 
Company; and Vice President and _in 1776, founded the Presidio of San Francisco and the Mission dedicated 
General Manager of this company 


since its purchase and reorganiza- — tq Saint Francis de Assisi, now within San Francisco. The community 
tion by American-Hawaiian—thus ? 


pate go yee al was first known as El Parajo de Yerba Buena (The Place of Mint), and 
since 1934, has been American- 
Hawaiian’s District Manager at San 
Francisco. If there is anything he 
knows more about than transporta- 


tion, it is Alaska, where he lived and , e 
worked for 25 years. this port to New York, around Cape Horn. 


AMERICAN-HAWAIIAN 
STEAMSHIP COMPANY | 


SUPERIOR COAST-TO-COAST SERVICE 
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was officially re-christened San Francisco in 1847, eight years before 


American-Hawaiian’s predecessors began operating sailing ships from 
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The middle man 
in a triple play 
keeps the ball moving 
























Box No. 2 
ene 
A triple play in baseball offers a close parallel 
to P. & P. U. Service. All freight moving 
across the country must be transferred from one 
road to another somewhere. 
Peoria—Gateway City—is in a particularl 
advantageous location geographically as well 
as in its relation to fourteen trunk lines and was 
chosen for that and similar reasons, as the loca- 
tion for the P. & P. U. Ry. From the first 
blueprint every step in the planning, develop- 
ment and equipment of the railroad was directed 
TO ] O | \ % toward fast and economical interchange. 
F rom ounces When you ship via 

It’s not often that a doll house PEORIA GATE \\ AY 

weighs 31% tons, but it makes no dif- P. & P. U. Ry. 

ference to Railway Express. The and Peoria, Illinois 

llest shipment is treated with 

semen P you get full benefit of every advantage it has 

the same care and speed as the larg- to offer, particularly, a gain in time and less 

est. If you are interested in shortest handling. 

elapsed time en route, low costs and For information write 

dependability for your shipments, E. F. Stock, Traffic Manager, 

there is just one answer and that’s Union Station, Peoria, Illinois. 

Railway Express. 

For service or information tele- PEORIA AND PEKIN UNION 
phone the nearest Railway Express RAILW AY COMP A NY 
Agent. 

Switching Service Between: 
a fase Serutes t,t tyme 
RAILWAY EXPRESS Sie cae Sota ts, Minas aa 
ee eee eee & ® New York, Chieage & St. Louis R. ® 
AGENCY INC. Chicago, Rock Island & Pacife Ry. Pennsylvania Railroad . 
Cleve., Cin., Chi. & St. Louls Ry. Peoria Terminal Railroad 
(Peorla & Eastern) Toledo, Peoria & Western R. R. r 


NATION-WIDE RAIL-AIR SERVICE 
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FIVE STAR FINAL 


in Railway Transportation 





* Genuine air-conditioning 
* Radio-equipped lounge cars 
* Tavern dining cars 

* “Sleep Like a Kitten” 


* “Arrive Fresh as a Daisy” 


THE GEORGE WASHINGTON 


The most wonderful train in the world 


THE SPORTSMAN x THE F.F-.V. 


1785 — One Hundred and Fiftieth Anniversary — 1935 
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THE TICKET AGENT OF ANY RAILROAD CAN ROUTE YOU ON THE CHESAPEAKE AND OHIO. INSIST UPON IT! 
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Whether less than a car or 
many cars, your shipment 
receives the personal atten- 
tion of trained Frisco men 
all along the way. Frisco 
service never varies. It is 
dependable—day in and 
day out. Route your next 
shipment with assurance 


via Frisco. Fessco Fastan Famenr 7 
J. R. COULTER, Se 
General Traffic Manager, 
St. Louis, Mo. 
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TOLUME LVI 


Our Platform 


Private ownership and operation of all transport. 
ake the government out of the ocean and inland water- 
yay transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
ehicles are paying their fair share of the cost of high- 
vays used by them in their business, and a uniform ap- 
lication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
he use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 

pf transport and jurisdiction over all of them by the 
ame body or coordinated bodies. 
An Interstate Commerce Commission composed of 
en, not only of good character and general ability, but 
vith some special training in and knowledge of the mat- 
ers with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 

pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 
A traffic department, in charge of a capable traffic 
an, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





MOTOR CARRIER REGULATION 


ANY things now more or less in doubt will prob- 
ably be determined definitely as motor carrier reg- 
” ulation by the Interstate Commerce Commission pro- 
ceeds. One of them is the amount of tonnage carried 
by interstate motor trucks. One of the stock arguments 
of opponents of interstate truck regulation has been that 
the tonnage carried by the trucks in interstate com- 
merce is so insignificant in comparison with rail ton- 
hage as to give no cause for the demand that the traffic 
be regulated. 








The Interstate Commerce Commission, charged by 
the new law with the function of regulating interstate 
motor carriage—on the job, by the way, the minute the 
act became effective and ready to put it into operation— 
has estimated that it will need about a million dollars 
a year additional for the administration of the law and 
that between 500 and 600 persons will have to be added 
to its payroll. Of course, some of this work and ex- 
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pense is due to regulation of passenger vehicles, but 
probably the bulk of it can be charged to freight. Our 
own records indicate that there are about 5,000 common 
carrier trucking concerns engaged in interstate business. 
Of course, some of the traffic they haul is intrastate, but 
a considerable portion of it is interstate. We note that 
the American Trucking Associations, Inc., says there are 
50,000 for hire truck operators affected by the act. 

All this would seem to indicate that there is a 
volume of interstate business moving by truck that is 
not only appreciable, but larger than any formal esti- 
mate that has ever been made. Twelve per cent of the 
total volume of the country’s freight is the largest such 
estimate we have ever seen given as the figure repre- 
senting the traffic hauled by the trucks; again, part of 
this is intrastate traffic, but we do not believe that 
anyone familiar with freight traffic development believes 
that the trucks do not now carry much more than twelve 
per cent of the country’s freight business or that the 
interstate portion of the traffic thus carried is not im- 
portant. Formerly, the trucks carried little but pack- 
age business, and that for short hauls. Now they cross 
the country in both their passenger and freight business 
and they carry in large quantities commodities such as 
coal and live stock. There may be valid objections to 
regulation, but the unimportance of the business reg- 
ulated is not one of them. 

Though we have been for years a staunch supporter 
of the theory of equal regulation of competing forms of 
regulation and rejoice to see that principle recognized 
and established by the enactment of the motor carrier 
regulation law, we, nevertheless, regret that this equal- 
ization as between the rail and motor carriers could not 
have been brought about by taking something off the 
railroads instead of piling it all on the motor carriers. 
We think there is too much regulation and we do not 
like to see the Interstate Commerce Commission com- 
pelled to increase its force and its expense in the ad- 
ministration of this new law. But neither the railroads 
nor anyone else offered concrete suggestions along this 
line, the railroads, apparently, being so accustomed to 
strict regulation that they did not have initiative force 
enough to move for a reduction in it; many of them seem 
actually to like being relieved of responsibility and to 
have something to complain about. Their complaints 
will not be so well received now that their motor com- 
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petitors bear the same yoke but, perhaps, one of the 
developments for the future will be a lightening of the 
burden of regulation—though that is the kind of burden 
that, once it begins to accumulate, usually grows heavier 
instead of lighter. 


GOVERNMENT BARGE LINE FIASCO 


HEN Congress created the Inland Waterways 

Corporation to take over the War Department's 
barge line operations, the House committee on interstate 
and foreign commerce predicated its approval of the leg- 
islation on the ground that a demonstration was needed 
to ascertain whether there could be such a thing as profit- 
able operation of barge lines on the inland waterways, 
The Inland Waterways Corporation was to make the 
demonstration—not as a government bureau, but as a 
business corporation to show what private capital could 
do in a similar enterprise. 

“The purpose of the pending bill,” said this com- 
mittee, “is to reorganize the inland and coastwise water 
service that is now being operated by the Secretary of 
War and put it on a practical business basis.” 

The committee said that, if the bill became a law— 
which it did June 7, 1924—“the government can and will 
within the next five years demonstrate not only the prac- 
ticability of water transportation, but the great advan- 
tage and economy to shippers and the profitable results 
that will reward private capital invested in transporta- 
tion facilities on our rivers. And when that time comes, 
it is the judgment of the committee that the government 
can dispose of its properties to private capital to an 
advantage and withdraw entirely from such activities.” 

“After the enactment of this bill,” said the commit- 
tee, in another part of its report, “the Secretary of War 
can operate the barge lines in accordance with the same 
business principles that would be followed by a private 
transportation company. And it is the opinion of the 
committee that, if they cannot then operate it success- 
fully and at a fair profit, private capital could not do 
so; that further expenditure of government funds for 
the improvement of our inland waterways would be 
useless and should be stopped. 

“If the government, after making these rivers 
navigable, cannot profitably operate a_ transportation 
system on them, then it is hopeless to expect private 
capital to do so and Congress should no longer appro- 
priate money from the public treasury for a_ useless 
purpose. Therefore, the committee was of the opinion 
that this bill should pass in order that this pioneering 
demonstration might be conducted by the Secretary of 
War until such time as its success or failure may be 
made apparent.” 

The Inland Waterways Corporation, as operator of 
the government barge lines, has been in business more 
than ten years—twice the length of time the committee 
suggested for the demonstration. On the basis of the 
corporation’s own figuring—which ignores the cost of 
the many millions of public funds poured into the en- 
terprise and other costs a private business would have 
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to meet—its operations to the end of 1934 resulte 
a loss in net income of approximately $250,000. 1, 
is the dollars and cents result of the more than 
years of operation of barge lines by the Inland Way 
ways Corporation as told by itself. That, of cou 
is only a small part of the story. An interest chaj 
of only 3 per cent on the public’s money put into ¢, 
enterprise would reveal what a colossal failure 4 
operation has been financially from a_ business poi 
of view. 

The reports of the corporation, filed with the (q 
mission, show the “net income” figures submitted 
it by years as follows: 1924, loss of $532,610.42; 193 
loss of $34,519.39; 1926, profit of $219,511.96; 1927, lo 
of $16,257.86; 1928, profit of $327,712.50; 1929, loss ; 
$109,728.93; 1930, profit of $46,767.34; 1931, profit 
$269,350.94; 1932, profit of $470,140.91; 1933, profit 
$30,049.11, and 1934, loss of $920,147.95. The losy 
total $1,613,264.55 and the profits $1,363,532.56, the x 
loss, based on the corporation’s figures, being $249,731 

These figures cover operations of the barge ling 
in years of both “good times” and “bad times.” The 
reveal, we think, that there is no magic in waterway 
transportation that makes it unnecessary for it to faq 
the facts. They reveal further that there is no magi 
in “government ownership and operation.” Expense 
of operation—even only those expenses a governmen 
bureau admits should be charged against the operation- 
have to be met and, if sufficient money is not taken it 
to pay the expenses, there is a deficit that has to lk 
met. When the government in business incurs a deficit 
the taxpayers pay the bill. They have paid and ar 
paying the bill of the government barge lines which 
according to the Inland Waterways Corporation, fur 
nish “cheap” transportation to the American people. 


Having in mind the statements made by the Hous 
committee on interstate and foreign commerce when it 
reported the bill creating the Inland Waterways Cor 
poration, it seems to us that the time has certainly come 
for enactment of legislation by Congress ending this 
“demonstration.” The government should never hate 
entered this business. Ten years of operation have cor 
clusively proved that it should get out of it. 


RAILROAD EMPLOYMENT 


Class I steam railroads, excluding switching and terminal 
companies, in the middle of July had 1,018,025 employes, a de 
crease of 2.94 per cent compared with the number employed il 
July last year, according to compilations made from carriét 
reports by the Bureau of Statistics of the Commission. The 
bureau’s index of railway employment, unadjusted for seasonal 
variation, showed employment in July at 57 per cent of the aver 
age of 1923-1925 as one hundred. Adjusted for seasonal variation 
the figure was 55.5 per cent. These percentages are subject t0 
revision. The employment in July by groups and the decrease 
(percentage) in each instance compared with July last yeal, 
follows: 


Executives, officials, and staff assistants 


Professional, clerical, and general %5 
Maintenance of way and structures ,422 aa 
Maintenance of equipment and stores .............+-00+: 270,605 Hr 
Transportation (other than train, engine, and yard) ....123,174 2. 
Transportation (yardmasters, switchtenders, and host- , 63 
lers) 12,181 Hr 
Transportation (train and engine service) ........-..+++: 202,337 3 
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Current Topics in 
Washington 


SS poy Perhaps—yes, most certainly—it is face- 
tious, but it is a fact that inquiry has come 
from Louisiana as to whether, under the motor 
carrier act, the Commission has jurisdiction 
over sound trucks—the sort they use in Louisi- 
ana politics, you know. 

It is suspected that there are some folks in Arkansas, the 

pme state of Senator Robinson, and also in Mississippi, the 
ate of Senator Harrison, who would also like to know about 
e things the anti-Long people in Louisiana have inquired about 
hose sound trucks. 
While the question is as stated, there are more than a thou- 
nnd reasons for believing that what the folks in the three 
ates mentioned really would like to know is: “What can the 
ommission do toward keeping those sound trucks mute until 
fter the first Tuesday after the first Monday in November, 1936, 
ommonly called election day?” The things that come from the 
ound trucks that have thus far been used in Louisiana and 
rkansas, not yet in Mississippi, are very annoying to some ele- 
nents in the three states mentioned. Possibly Commissioner 
astman, as chairman of the newly created truck division, could 
ive an answer were he so inclined. 
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Experienced tariff and traffic men fear that 
the Commission, when it sets up its Bureau of 
Motor Carriers, will make the mistake of as- 
signing to it everything pertaining to motor 
carriers, including the handling of motor tar- 
iffs. If that is done they believe their fears 
will be fully justified. 

Pandora’s box was a simple thing in comparison with the 
pvils incident to the making and filing of tariffs. Motor carriers, 
or years, have been making tariffs; so far as can be recalled, 


Did Hens 
now a 
ew Things 


deficit, MMhowever, no state that has required the filing of tariffs has exer- 
nd armmcised such supervision over their making and filing as the ex- 
which perienced ones believe to be absolutely essential for the making 


and filing of tariffs of national scope. They will have a national 
scope even if the company filing a given tariff operates a line 
only 150 or 200 miles long and thereby might be regarded, in one 
sense of the word, as a local enterprise. 

McGuffey’s school reader, which some of the commissioners 
may have read, has a colloquy between a strutting cockerel and 
an old setting hen, in which the youngster advises the old hen 
to come out and play, allowing her eggs to take care of them- 
selves. The moral of the verse is that the old hen knows some- 


n, fur. 
ple, 

Hous 
hen it 
3 Cor 


Come Me thing about the perpetuation of the chicken race that is all news 
> this to a cockerel, or, perhaps, a preening pullet. 
P It is a tradition among the old-timers at the Commission 
have that, for more than two years after the railroads began filing 
> COr their tariffs in Washington, no one could dig a rate out of those 
= files and be reasonably certain that he had really found “the” 
rate. The tariffs, each made up as pleased the maker, were 
without number or any other resemblance of sequence, of all 
sizes and schemes of construction. 
Even assuming that the Commission, before it sets the new 
bureau to functioning, adopts rules for the making and filing 
minal @ Of tariffs, the veterans fear that even separating the motor 
a de tariffs from the rail and rail-water tariffs will tend to separatism 
‘ed in instead of unification of regulation. 
arrier Should the Bureau of Motor Carriers have the custody of 


The fj ‘riffs instead of having the tariffs filed in a sub-section of the 
Commission’s present section of tariffs, it is suggested that it 


sonal 
aver: Would be logical for the new bureau to have a section busying 
ation itself with the question of whether a carrier should be permitted 
ct to to file its rates on less than statutory notice, instead of having 
rease an addition made to the Commission’s present sixth section 
year, board, which passes on questions as to the notice to be given 
by carriers by railroad, less than 30 days. 

Bluntly stated, the fear is that, unless the Commission has 
1.13 a care, it will set up an organization for the handling of all 
= motor questions independent of like questions arising in connec- 
ni tion with rail rates. Creation of a separate organization, it is 
2.43 suggested, would make it necessary for the Commission to set 


i bs liaison officers to harmonize action by separate bureaus on 
344 ae that should be dealt with by different sections in the 
ame bureau, supervised by one officer or board. 
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A thought is that the new bureau will have enough to do 
to keep itself fully employed in handling matters pertaining 
wholly to motor carriers, leaving such matters as traffic, law, 
and finance to pass through existing bureaus enlarged and re- 
arranged, if necessary, on account of the increased volume of 
work. That thought is particularly strong with regard to rates 
because the present conflict between the railroads and the trucks 
is primarily one of rates, with each sort of carrier making rates 
to take business from the other, with no one to say “no” when 
one or the other goes too far. 





“One hundred families would be hurt by 
our decision revoking the permit.” That is 
what the Massachusetts Department of Public 
Utilities said when it came fact to face with 
the question of whether to revoke the permit of a trucking com- 
pany it had decided had violated the hours of work part of the 
commonwealth’s truck law, or undertake something else. See 
Traffic World, August 10, p. 242. Rather than throw men out 
of work, which would be the result were the permit revoked, the 
regulating body determined to suggest that the courts fine the 
men it had come to the conclusion had violated the work pro- 
visions. 

How much, if at all, the regulating body was influenced by 
the probable views of the aggrieved workers, is not set forth 
in the decision. Probably it was a good deal. Notwithstanding 
the more or less “smart Aleck” attitude coincident with if not 
produced by the so-called “liberalism” of today, it is believed 
that there are many men who prefer to suffer the ills they have 
than fly to ills they know not of. That is to say that there are 
still many men inclined to the belief that any job, even if it 
entails cruelly long hours, is better than no job and that the 
Massachusetts regulators so felt. 

In New York the relief workers who have staged what they 
call a strike (President Roosevelt calls it a mere going to their 
homes) may believe that a job paying only $90 a month is worse 
than none at all. But it is believed that the average workman 
in the United States does not believe that. At times agitators 
may induce workers to act as if they so believed, by going on 
strikes that are bound to lose for the simple reason that the 
business in which the strikers are engaged will not stand higher 
costs. 

A natural question in this connection is whether Congress, 
in the end, will enact a tax bill that will have the effect of 
breaking up big organizations such as the Ford, Mellon, and 
Rockefeller, by means of inheritance taxes. If it dces, the hurt 
will come, it is believed, not to the Ford, the Mellon, or the 
Rockefeller who is deprived of seventy, eighty, or ninety per 
cent of the estate accumulated by his ancestor, but to the work- 
men in the shops that now constitute a part of the Ford, Mellon, 
or Rockefeller machines. 


Enormous inheritance taxes in England, depriving the aris- 
tocracy of land, did not hurt the tenants. They are able to 
acquire parcels of land. But workmen acquiring parts of the 
shops of Ford, Mellon, or Rockefeller would be helpless. The 
tenants on the big estates in England operated the small units 
in those estates. Workmen in United States manufacturing 
establishments do not operate one-man units, or even 100-man 
units. 


Responsibility 
Causes Recoil 





With all the caution anyone could expect 
in so delicate a matter, First Assistant Post- 
master General W. W. Howes, in “The Postal 
Bulletin,” official publication of the Post Office 
Department, has made requirements respecting 
the Blue Eagle. Under the caption, “Coopera- 
tion with the National Recovery Administration—Disposition of 
Material Pertaining Thereto,’ Mr. Howes has issued the follow- 
ing instructions: 


Waste Basket 
for the 
Blue Eagle 


In accordance with information received by this Department from 
the National Industrial Recovery Administration, postmasters will be 
governed by the following instructions concerning the disposal of the 
material mentioned below: 

Remove material pertaining to the N. R. A. from bulletin boards. 

Forward to the appropriate N. R. A. director in each state signed 
President’s Reemployment Agreements, President’s Reemployment Sur- 
vey Questionnaires, Certificates of Compliance, and similar material. 

All other N. R. A. material to be destroyed or disposed of as 
waste paper. 





Little Rhode Island, the state that 
once had the largest name, “The State 
of Rhode Island and Providence Plan- 
tations,” has cheered up Washington 
A little more than a week ago it held an election. It 


Happiness Comes to 
Washington Again 


again. 


voted for a member of the House of Representatives and on the 
adoption of various schemes for spending state and national 
money on work-relief projects. 

Because the little state applied the boot to the candidate 
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for Congress who made President Roosevelt his idol and spurned 
the work-relief projects, accepting only the straight-out $3,000,000 
dole, the political wise ones (that being their own classification) 
have been gabbling and babbling politics again in the old fash- 
ioned way. While everything was running so one-sidedly there 
was no fun for Washington. Things needed to be closer than 
they were in 1932 and 1934 to make something worth jawing 
about. 

The only Washingtonian who has not been happy is the one 
who remembers the saying that one swallow does not make a 
summer. Few have any regard for him. Only he who thinks 
the election. means the end of Roosevelt in 1936, or says he 
knows that Rhode Island means no more than the freaky little 
whirlwind that sometimes develops in the road ahead, is wel- 
comed in the places where the affairs political of the country 
for the next eight years, at least, are settled. The man who 
recalls the one swallow is a dud in any meeting of any political 
academy. “Out with him,’ Washington says, generally. He is 
no contributor to the general welfare.—A, E. H. 


RAIL LABOR ACT DECISION 


An injunction restraining the Virginian Railway, its officials, 
agents and representatives from in any way interfering with 
System Federation No. 40, Railway Employes of the American 
Federation of Labor, as the designated representative of all 
machinists, boilermakers, blacksmiths, sheet metal workers, 
firemen, coach cleaners, and their respective specialists, ap- 
prentices, and helpers in the employ of the Virginian, and the 
members of the crafts involved in the matter of self organi- 
zation, and requiring the railroad to recognize and treat with 
System Federation No. 40 in matters pertaining to rates of pay, 
hours of employment and working conditions, has been granted 
by Judge Luther B. Way in the District Court of the United 
States for the eastern district of Virginia, Norfolk division, 
in equity No. 329. 

Judge Way said it also was the conclusion of the court 
that the injunctive relief should be broad enough to prohibit 
the railway in the future from fostering, encouraging or pro- 
moting the activities of the Mechanical Department Association 
of the Virginian Railway or any similar organization, and re- 
quiring it as between Systen Federation No. 40 and other 
organizations, if any, to be and remain neutral and to permit all 
of said crafts and the members thereof to exercise the right of 
self organization and representation without interference, in- 
fluence or coercion by the railway, its officials or representatives. 

The suit was brought by System Federation No. 40 et al. 
against the Virginian, seeking to enforce certain rights and 
praying for certain relief under the railway labor act as amended 
June 24, 1934. 

Judge Way said the beginning of the controversy between 
the railway and its shop craft employes, which resulted in this 
litigation, dated back prior to July 1, 1922, when the shopmen 
went on strike. He went into detail into the controversy, which 
had to do with the questions of representation of employes for 
the purposes of collective bargaining and the right of employes 
to select representatives. There was also involved an election 
held under the auspices of the National Mediation Board to de- 
termine representation of the employes. The board certified 
that Federation No. 40 was the duly authorized representative 
of the employes involved. Judge Way upheld the board’s cer- 
tification except as to carmen and coach cleaners, because less 
than a majority of those eligible to vote participated in the 
election. 

A large percentage of the employes involved worked in the 
“back shops” at Princeton, W. Va., according to Judge Way. 
The railway contended that the operations there were purely 
intrastate and that the relation of such work to interstate trans- 
portation was too remote for interruption or cessation of such 
shop work even for long periods directly to affect interstate 
commerce. Holding against that contention, Judge Way con- 
sidered the railway with all its activities as a single instru- 
mentality of interstate commerce. 

“When it is thus viewed,” said he, “it seems clear that 
serious interruption or suspension of the work in the shops 
would ‘very probably directly and immediately adversely affect 
interstate commerce. 


If, therefore, the act properly construed is broad enough in its 
provisions to include within its liberal and remedial purposes the 
relationships of the railroad with’ this particular group of employes, 
there can be little, if any, question of the power of Congress to do 
so. If I have correctly interpreted the contentions of the railway, 
it admits that the Act of Congress is that broad and for that rea- 
son contends it is unconstitutional. Be that as it may it seems clear 
that the provisions of the act are sufficiently broad and inclusive 
to warrant the interpretation that it was intended to apply to this 
and similar cases. With the exception of the question above discussed, 
all of the constitutional questions presented by the railway’s plead- 
ings, have been resolved adversely to it by the Supreme Court in 
Texas N. O. R. Co. vs. Brotherhood of Railway Clerks, 291 U. S. 
548. In R. R. Retirement Board vs. Alton R. R. Co., . 
ee re , 55 S. Ct. Rep. 758, at page 771, it was said: 
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“The railway labor act was upheld by this court upon the 
press ground that to facilitate the amicable settlement of dispy; 
which threatened the service of the necessary agencies of jn, 
state transportation tended to prevent interruptions of service aI 
was therefore within the delegated power of regulation. It y 
pointed out that the act did not interfere with the normal righ; 
the carrier to select its employes or discharge them. Texas & y 
Orleans R. Co. vs. Brotherhood of Railway & S. S. Clerks, 281 p 
548, 570, 571, 50 S. Ct. 427, 74, L. Ed. 1034.”’ ; 

In conclusion it is earnestly contended by the railway that no « 
has been made out by complainants to justify the court in granjj 
any injunction, mandatory or otherwise, against it. And it is 4 
said that the only affirmative relief which the court upon any proy 
view of the case as presented, could grant would be one requiri 
the railway to recognize and treat with the complainant, Syste 
Federation No. 40, and, in substance, that since the railway and cop, 
plainants cannot be required to make or enter into any contract, 
understanding with respect to hours of work, rates of pay or ¢ 
ditions of work, that to order the railway ‘“‘to recognize and tre 
with” complainants, would be to issue a vague, useless and impry 
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tical order contrary to the established practice of courts of equipfis ordel 
It is further. urged that the failure of Congress to attach a dy iss 
penalty to the refusal of a carrier to confer or recognize and treme’) | 
with employe representatives, is highly significant. This latter eo,jmone 1D 
tention refers particularly to section 2, paragraphs second, sixth aymere ma 
ninth of the amended railway labor act. (U. S. C. A. title 45, kceptio! 


152, 1934 amendments, pp. 710-712.) And examination of the x 
as amended does disclose that the penalties prescribed in the ten 
paragraph of section 2 are to be inflicted for ‘‘willful failure » 
refusal,’ ‘‘to comply with the terms of the third, fourth, fifth, gey. 
enth or eight paragraphs of section 2.’’ The acts and omissions againg 


onstitul 
ennsyl 
hatsoe 


which the complainants seek relief in the instant case are violatiy Und 
of the provisions of the ninth paragraph of section 2. It is clear ody se 
thefefore, that violation of the provisions of the ninth paragrap le so 


does not subject the railway or its officials to any penalty prescribe 
by the act. Notwithstanding that fact, the contention apparent) 
presents no new or novel question for decision. * * * 

It is also urged that the evidence fails to present any case, which 
would justify the court in granting injunctive relief in the face of 
the provisions of the act of March 23, 1932 (29 U. S. C. A., Sees. 101, 
et seq.), limiting the jurisdiction of United States Courts to grant in- 
junctions in labor disputes. * * * It must be assumed, I think, trom 
the facts found that this is a case “involving or arising out of a labor 
dispute,’’ and consequently governed in the matter of issuing an jn- 
junction by the provisions of said act of March 23, 1932. 

Does the evidence present a case which meets the requirements 
of that act? It seems to me that this question must be answered in 
the affirmative. The railway, acting through its officers and _ agents, 
has persistently interfered with the shop craft employes in their 
efforts to organize for the purpose of collective bargaining, one of the 
principal objects if not the dominant object of the railway labor act. 
This unlawful interference and purpose to influence its employes has 
been evidenced chiefly through activities of the railway in creating and 
promoting so-called independent organizations, both before and since 
the election, and by its fixed determination not to recognize or treat 
with the chosen representatives of the crafts unless they come from 
an organization under its control. * * * It is likewise clear that simi- 
lar acts will be continued in the future to defeat or seriously inter- 
fere with self organization and representation unless prohibited. The 
right of self organization and representation in the matter of rates 
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of pay, hours of labor, and working conditions is a property right, ion of 
the loss of which would result in irreparable damage to complainants. ontint 
Texas N. O. R. Co. vs. Ry. Clerks, supra. Complainants have no : 
adequate remedy at law to enforce that right, greater injury will un- he int 
doubtedly be inflicted upon them by denial than upon defendant by Mprefere 
the granting of relief, and the controversy is not a matter with which tate « 
local public officials can deal. It involves rights granted Fy an act i 
of Congress and local public officials are without authority or _power he ot 
to protect or enforce such rights. Myers vs. La & A. Ry, 7 Fed. Binterst 
(Sups.) 92, 97. nation 
we state 
REPRESENTATION OF EMPLOYES that, v 
affect 





The National Mediation Board has certified that the Brother: 





hood of Railroad Trainmen has been designated to represent the Mycould 
yard conductors, yard brakemen and switchtenders of the Unio undue 
Railway Company. In the election held to determine representa § D 
tion, there were 16 votes cast for the Switchmen’s Union of North spe 
America and 38 votes cast for the Brotherhood of Railroad . rs 
Trainmen, «Ale 

The American Train Dispatchers’ Association has been se roe 
lected to represent the train dispatching employes of the Alton eal 
Railroad Co. rates 

The National Mediation Board has withdrawn a certifica ome 
tion that the Brotherhood of Railroad Shop Crafts of America ontin 
was authorized to represent, among certain other crafts, the lamir 
electrical workers, the helpers and apprentices thereof, of the feder 
Portland Terminal Co. because it developed that a majority ¢ 4114 


the employes affected had not voted in the election held to de n 


termine representation. by ti 
ae yo re ae was 

TERMINAL SERVICE SUITS — 

; e 

Applications for interlocutory injunctions, forbidding the eme! 
enforcement of the Commission’s orders in Ex Parte No. 104, BF reve 
part 2, directing railroads to quit paying allowances to indus Bi nj,. 


tries for terminal switching service, have been made in the federal 
courts for southern Louisiana and eastern Texas by the Gulf, 


Texas, Pan-American, Humble and Magnolia oil refining com Ay 
panies; the Celotex Co. and the Great Southern Lumber 00. stati 
They are to be heard by a three-judge court composed of Judges Lake 
Foster, Borah and Ketterly sitting at New Orleans, August 18. son 

A like application has been made in equity No. 5285, Timke? B® inte, 
Roller Bearing Co. vs. United States, Baltimore & Ohio et al, 3% bety 
in the northern district of Ohio, eastern division. It is to be prej 


heard at Cleveland, August 20. 
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PENNSYLVANIA FOURTH SECTION 


NOWER over fourth section phases of class rates in Pennsyl- 
vania has been made complete in the hands of the Penn- 
‘lvania commission by the action of the Interstate Commerce 
ommission in No. 25385, intrastate class rates in Pennsylvania, 
bh) I. C. C. 367. The Commission has vacated and set aside 
s order in that case dated December 6, 1932. The federal 
pdy issued that order in 1932 so as to save the work it had 
one in the eastern class rate case, the rates decreed in which 
ere made effective in official territory December 3, 1931, with 
xceptions, one of which was Pennsylvania. In that state the 
onstitution contained a rigid fourth section rule which the 
ennsylvania commission had to enforce without discretion 
hatsoever. 

Under this proceeding, a thirteenth section case, the federal 
ody set aside the Pennsylvania constitutional fourth section 
le so as to prevent the destruction of the eastern class rate 
tructure ordained by it. 

Recently Chairman Goodnough of the Pennsylvania com- 
ission drew the attention of the Commission to the fact that 
he Pennsylvania constitution had been amended by the elim- 
mation of the rigid fourth section rule so that the Pennsyl- 
yania commission could deal with fourth section phases of rates 
within the commonwealth. He suggested the vacation of the 
ommission’s order which had the effect of holding static the 
lass rates which had been put into effect in Pennsylvania by 
he order in No. 25385. Correspondence with the railroads which 
ad caused the thirteenth proceeding to be instituted brought 
assurance from them that they would have no objection to the 
elimination of the order December 6, hence the action of the 
Yommission. 


MINNESOTA STATE RATES 


The Commission, by division 4, in No. 27015, emergency 
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The reight charges in Minnesota, in which the carriers brought in 
rates Missue the failure of the Minnesota commission to permit applica- 
ht ion of the emergency freight charges on state traffic, has dis- 
» no @econtinued the proceeding because it said it was not shown that 


un- the intrastate rates caused undue and unreasonable advantage, 
i preference or prejudice as between persons and localities in intra- 
act estate commerce, on the one hand, and interstate commerce, on 
wer Methe other, or any unreasonable or unjust discrimination against 


Fed interstate commerce, It said undue prejudice or unjust discrimi- 
nation could not be presumed from the mere fact that the intra- 
state rates differed from the interstate rates. It said further 
that, unless it was advised of the relative conditions that might 

her @eaffect the intrastate as well as the interstate transportation, it 


the could not determine that the prejudice or discrimination was 
ion #Undue or unjust, 


ita Discontinuance by the Commission of its proceeding of 
rth inquiry into Minnesota state rates, is in effect, a dismissal 
nad MY reason of the failure of the carriers to offer the testimony 


It deemed necessary for the making of their case. The 
se [Commission pointed out that prior to April 18, the effective 
on (@ date of Ex Parte No. 115 emergency charges on interstate traffic, 

there was a disparity between the Minnesota intrastate class* 
na: fe ates and the interstate class rates because of the Minnesota 
ca |] “OMMission’s action in spreading Zone 1 class rates over the 
he jm cUtire state and failure to adopt within the state the so-called 
he laminated scale between Zones 1 and 2, prescribed by the 
of fm federal body in the western class rate revision. On and after 
le- April 18 the report said this disparity was increased. 

The carriers’ need of revenue, the report said, was shown 

by their actual financial condition. That condition, it added, 

a not truly representative of their status, as maintenance 
ad been deferred to the greatest extent reasonably possible. 
The report said it was testified that the application of the 
emergency charges to intrastate traffic would mean increased 


revenues for the carriers. In disposing of the case the Com- 
Mission said: 


2 = @& 


. ae witnesses appeared in support of respondents. One was 
= sane freight agent of one of respondents, one an_ auditor of 
statistic} respondent, and the third a manager of a coal bureau, a 
Lake Su organization maintained by the coal dock operators on 
siithenn Derior. Respondents undertook to establish, first, that the 
sevens re not earning a fair return and are in serious need of 
interstate trans? that the application of the emergency charges to 
Sheen ie raffe and not to intrastate traffic creates a disparity 
prejudice ch rates, third, that the disparity mentioned causes undue 
€ against interstate shippers and localities and undue pref- 
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erence of intrastate shippers and localities, and unjust discrimination 
against and an undue burden on interstate commerce, and, fourth, 
that the addition of the emergency increase to intrastate rates would 
increase the carriers’ revenues. Respondents did not undertake to 
show the relative transportation conditions on intrastate and inter- 
state traffic, nor did any operating witness appear to testify in that 
respect. One witness, the general freight agent of one of respondents, 
did undertake to testify as to the transportation conditions, not only 
on his line but on all of the other lines. Objection, however, was 
registered as to his qualifications to testify concerning these matters. 
It would appear that unless we are advised of the relative conditions 
that may affect the intrastate as well as the interstate transporta- 
tion, we cannot determine that the prejudice or discrimination is 
undue or unjust. 

Undue prejudice or unjust discrimination cannot be presumed 
from the mere fact that the intrastate rates differ from the inter- 
State rates. Some definite showing must be made as to the relative 
transportation conditions. Illinois Commerce Commission vs. United 
States, 292 U. S. 474, Ohio vs. United States, 292 U. S. 498. 


Under the circumstances, it is not deemed necessary to dis- 
cuss the testimony of other witnesses appearing on behalf of the 
Minnesota Commission as none of them was qualified to testify 


concerning the conditions state and in- 


terstate traffic. 


CARRIER BY WATER DEPRECIATION 


The Commission, by division 4, in No. 15780, depreciation 
charges of carriers by water, has directed such carriers, be- 
ginning with January 1, 1937, to institute depreciation account- 
ing. That accounting is to cover line, harbor, and miscellaneous 
floating equipment; wharves, docks, and terminals, wharf equip- 
ment, general and local office buildings, office equipment, shops, 
power plants, and miscellaneous structures. 

The same fundamental principles which were decided to be 
controlling in telephone and railroad depreciation charges, 118 
I. Cc. C. 295 and 177 I. C. C. 351, the Commission said, were 
controlling here. The classes of property hereinbefore men- 
tioned, the Commission found to be subject to depreciation. 

This proceeding was instituted by the Commission on its 
own motion under the provisions of section 20(5) of the inter- 
state commerce act. That section required the Commission, 
as soon as practicable, to prescribe the classes of property for 
which depreciation charges might properly be included under 
operating expenses, and the percentages of depreciation which 
should be charged with respect to each of such classes of prop- 
erty. The law also authorizes the Commission to classify the 
carriers for the purpose of depreciation accounting. With a 
view to carrying out the provisions of that act the Commission 
organized a depreciation section in its Bureau of Accounts with 
respect to each class of carriers to report its tentative con- 
clusions and recommendations. Telephones and railroads have 
heretofore been treated in the reports herein cited. Deprecia- 
tion charges were also set up for pipe lines in 205 I. C. C. 33. 


The group method of depreciation accounting, as distin- 
guished from the unit method, the Commission said, should be 
adopted by the carriers by water; that for corporate ledger and 
balance sheet purposes, the depreciation reserve should be 
regarded and treated as a single composite reserve; but that 
for purposes of analysis the carriers should maintain subsidiary 
accounts in which the reserve was broken down into component 
parts corresponding to such primary investment accounts under 
the classification of expenditures for real property and equip- 
ment of carriers by water as included property hereinbefore 
found to be depreciable, showing in these records also in com- 
plete detail by such primary accounts the current credits and 
debits to the reserve; and that such detailed information should 
be reported annually to it. 

The Commission said the percentages of depreciation which 
should be charged in respect to each primary account should be 
determined as follows: Each such company should estimate 
the composite percentage of depreciation which it deemed ap- 
plicable to the ledger value of the primary account, such per- 
centage being based on service values and service lives as 
defined in the report, developed by a study of the company’s 
history and experience and such information as might be avail- 
able with respect to future prospects. The composite per- 
centage rates so ascertained, the Commission said, should pro- 
duce a charge to operating expenses for the primary account, 
where more than one class of property was covered by the 
account, equal to the sum of the amounts that would otherwise 
be chargeable for each of the various classes. 

In each such case such estimates, accompanied by sworn 
statements showing the bases therefor and the methods em- 
ployed in their computation, the Commission said, should be 
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filed with it not later than September 1, 1936. Thereafter the 
Commission said it would prescribe by temporary order the 
percentage of depreciation which should be charged with respect 
to each class of property of each company, and following the 
issuance of the temporary orders, opportunity would be afforded 
at public hearings, if desired, for the presentation of evidence 
by all interested parties with a view to the modification of such 
orders, and for the submission of views based on such evidence. 


COMMISSION REPORTS 


Contractors’ Outfit 


No. 26651, Koss Construction Co. vs. Louisiana Southern et 
al. By division 2. Dismissed. Rate charged, carload, contrac- 
tors’ outfit, Poydras Junction, La., to Silver Lake, Tex., in March, 
1932, applicable and not shown to have been unreasonable. Rates 
charged, contractors’ outfits, carloads, including a mixed car- 
load of such outfits with one portable house, set up, and two 
carloads of steel road forms, Baptist, La., to Silver Lake, in- 
applicable. Applicable rate, 83 cents, found not unreasonable. 


Oil Well Drilling Outfit 
No. 26517, Sinclair Prairie Oil Co. vs. A. T. & S. F. et al. 
By division 3. Rates, charged, one carload of oil-well drilling 
derrick, one mixed carload of wrought iron pipe, one steel band 
wheel and one chain driven sand reel on skids; one mixed car- 
load of pipe and two steam pumps; and one mixed carload of 
pipe, one rotary draw works, and one steam pump, Artesia, 
N. M., to Monahans, Tex., shipped in September, 1933, unreason- 
able to the extent they exceeded $1.09 on the derrick, 79 cents 
on pipe, $1.95 on draw works, $2.29 on steam pumps and steel 
sand reel, and $1.61 on steel band wheel. Reparation of $1,086.74 
awarded, payable not later than October 25. Commissioner 
McManamy dissented saying that the constructive class rates 
used by the majority as the basis for reparation on less-than- 

carload shipments were entirely too high. 


Condensed Milk 


Fourth section application No. 15816, condensed milk to 
Tampa, Fla. By division 2. Parties to Johanson’s I. C. C. No. 
2474 authorized, in fourth section order No. 11991, to establish 
a rate of 67 cents, on canned, condensed or evaporated milk, 
liquid or paste, with or without vegetable fats, carloads, to 
Tampa, Fla., from Coffeyville, Fort Scott, and Iola, Kans., and 
a rate of 77.5 cents on like traffic from Marshall, Mo. Relief 
was requested on account of rail-and-water competitive rates, 
of 67 cents from the Kansas points and 72 cents from Marshall. 
The rate to Tampa applies via New Orleans and from Marshall 
via St. Louis. 

Tobacco 


Fourth section application No. 15521, tobacco to Houston, 
Tex. By division 2. On further hearing applicants mentioned 
in the former report, 204 I. C. C. 519, authorized, in fourth sec- 
titon order No. 11726, to establish and maintain a rate of 80 
cents a 100 pounds on cigarettes, smoking tobacco (including 
paper wrappers), and plug tobacco, in straight or mixed car- 
loads, minimum 36,000 pounds, over all routes over which they 
have relief in the class rates from Winston-Salem, Reidsville 
and Durham, N. C., and Richmond, Va., to Houston, Tex., and 
to maintain higher rates to intermediate points in lieu of the 
rates previously authorized. The rates previously authorized 
were 90 cents from the North Carolina points and $1.02 from 
Richmond. 

Bed Springs 


No. 26797, Moore Co. vs. L. & N. et al. By division 5. 
Dismissed. Carload rate, bed springs and steel cots, Muncie, 
Ind., to Richmond, Ky., shipment on February 1, 1933, not shown 
to have been unreasonable. 


Wall Paper 


No. 26810, C. C. Aler Co, vs. Alton et al. By division 5. 
Dismissed. Rates, wall paper, carloads, Chicago and Joliet, 
Ill., to Cincinnati, O., charged between July 29, 1931, and 
August 29, 1932, found to have been applicable. 


Great Northern Allowances 


Ex Parte No. 104, Part 2, iron-ore mining companies stock- 
pile allowances. By division 6. Thirty-first supplemental report. 
Great Northern Railway Co. required quit, on or before Sep- 
tember 30, paying allowances to industries for performing spot- 
ting service at their industrial plants at iron mines in the Mesabi 
iron range district of Minnesota. The Commission found that, 
by the assumption of the cost of the spotting service, the Great 
Northern provided a means by which iron-ore mining companies 
received a preferential service not accorded by the Great North- 
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ern to shippers generally and that the assumption of such cq 
by the Geat Northern resulted in violation of section 6. 


Cement Company Allowance 


Ex Parte No. 104, part 2, Louisville Cement Co. termina); 
lowance. By division 6. Thirty-eighth supplemental reper 
Pennsylvania Railroad Co. required to quit on or before Sept 
ber 30 making an allowance to the Louisville Cement (Co, ; 
spotting service at the plant of that industry at Speeds, jy 
The Commission said the Pennsylvania, by that allowance, » 
vided a means by which the industry enjoyed a prefereyj; 
service not accorded to shippers generally. 
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Steel Car Company Allowance 


Ex Parte No. 104, part 2. Standard Steel Car Co. termiyj 
allowance. By division 6. Thirty-ninth supplemental rey 
Indiana Harbor Belt Railroad Co., Chicago & Erie Railroad ( 
and New York, Chicago & St. Louis Railroad Co. required, y 
later than September 30, to quit making allowance to the « 
company for terminal switching at its plant at Hammond, |y 


COMMISSION ORDERS 


No. 26860, Albany Port District Commission vs. A. & W. et, 
Port of Portland Authority and the Buffalo Chamber of Commer 
permitted to intervene. ; 

o. 17000, part 11, rate structure investigation, sand and gray 
Mississippi Valley Association permitted to intervene. 

No. 13535, consolidated southwestern cases et al., supplement 
fourth section order No. 9500. Fourth section Order No. 9500, dats 
April 5, 1927, as amended, so far as it covers rates on paper and paps 
articles in connection with which relief was denied August 14, 19% 
further amended so that, as to such rates, it shall become effectiyd 
September 1, 1935, instead. 

No. 26082, Hansen Packing Co. vs. Oregon Short Line and Uni 
Pacific. Defendants, as they participate in the transportation, notifia 
and required to cease and desist,-on or before September 15, ani 
thereafter to abstain from publishing, demanding, or collecting fy 
the transportation of fresh meats and packing-house products, in car 
loads, from and to the points designated in the next succeeding para 
graph hereof rates which exceed those prescribed in said paragraph 

Defendants further ordered to establish, on or before Septembe 


15, on not less than 30 days’ notice to maintain and apply to th “A 
transportation of fresh meats, in carloads, from Butte, Mont., ti F 

Pocatello, Twin Falls, Boise and Nampa, Ida., and Ogden and Salfamthis tr 
Lake City, Utah, rates which shall not exceed 89 cents, $1.07, $1.2\MMsaid tl 
$1.24, $1.12 and $1.12 a 100 pounds, respectively; and on _ packing n cor 


house products, in carloads, from and to the same points, rates which 
shall not exceed 62, 75, 87, 87, 78 and 78 cents a 100 pounds, respec: 
tively. This order shal] continue in force until the further order 6 
the Commission. 

No. 26987, A. Valente & Co. 


should 
hargé 


vs. Railway Express Agency, Incfme™® th 


R. W. Burch, Inc., permitted to intervene. U 
No. 27004, Godchaux Sugars, Inc., et al. vs. A. & W. et al. Na- said, j 
tional Sugar Refining Co. of New Jersey permitted to intervene. ge 
No. 27048, Lehigh Valley Coal Sales Co. vs. L. V. R. R. et algmming tl 
Penn Anthracite Mining Co. permitted to intervene. plicab 


Ex Parte 104, part 2, Terminal services. Celotex Co. Terminal 
Allowance. Petition for rehearing, denied. 

Ex Parte 104, part 2, Minnesota By-Products Coke Co. Termina 
Allowance. Petition of the Koppers Gas and Coke Co., successor ti 
Minnesota By-Products Coke Co, for reconsideration, vacation ani 
setting aside of the order in the twelfth supplemental report ani 
to set aside the main report in this proceeding referred to in the 


supplemental report, denied. 


A 
carlog 
Utah, 
territ 
'them 
Leoné 
South 


SUSPENDED TARIFFS 


In I. and S. No. 4127, the Commission has suspended from 
August 15 until March 15, schedules in supplements Nos. 13, 1} 
and 16 to Dulaney’s exceptions to Southern Classification, I.C.(. tion \ 
No. 58. The suspended schedules propose to reduce carloai J unrea 
rating on shipments of china or earthenware plumbers’ goods ( 
from 45 per cent to 40 per cent of first class rates, betwetli comp 
points in southern classification territory. and | 

In I. and S. No. 4128, the Commission has suspended from " 


August 15 until March 15, schedules in supplements Nos. 5 ant class 
7 to Trans-Continental Freight Bureau tariff, Toll’s I. C. C. Na pres¢ 
1357, Curlett’s I. C. C. No. A461, Jones’ I. C. C. No. 2806 ané resp 
Van Ummersen’s I. C. C. No. 254. The suspended schedules ,..,. 
propose to reduce the rates on baskets and hampers, carloads Lake 
(to be used as fruit and vegetable containers), from easte! bend 
transcontinental groups N and C-1 to J, inclusive, which roughly othe: 
includes points on and west of a line running through Chicag0, over 
Evansville and Birmingham to Pensacola, westward to Denvél, red 
to destinations in the North Pacific coast territory. The fol: see 
lowing is illustrative of baskets and hampers: rate: 
Rates in cents per 100 pounds, to Seattle, Wash., from Evans 
Ville, 213; Chicago, 150; St. Louis, 150; Dallas, 150, being present rates as 
Proposed, Evansville, 133; Chicago, 125; St. Louis, 125; Dallas, 12. Joint 
In I. and S. No. 4126, the Commission has suspended frot oe 
August 10 until March 10 schedules in joint supplement No. 1! ph 
to Curlett’s I. C. C. No. A-456, Jones’ I. C. C. 2783, Toll’s I. C.° “ 
No 1349, and Van Ummersen’s I. C. C. No. 247. The suspend 1°, 
schedules propose to cancel the application of joint throug! Was 
transcontinental rates via Bieber, Calif., on traffic between points Sj 
in Washington and Idaho on the Great Northern Railway ant and 
the Spokane, Coeur d’Alene & Palouse Railway, on the one hané, var 


and eastern points, on the other hand. 
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CONTRACTORS’ OUTFITS 


PROPOSAL that the Commission make a reduced rate retro- 
active so as to save the carriers from recovering under- 
harges by court action has been made by Examiner Leland F. 
»mes in No. 26873, Brosnahan Brothers vs. St. L.-S. F. et al. He 
nid the Commission should find that the rate sought to be col- 
cted on five carloads of second hand contractors outfits shipped 
om Walton, Kan., to Rogersville, Mo., in June, 1932, was ap- 
hicable but unreasonable to the extent it exceeded a rate of 40 
ents subsequently established, which was paid. : 

Suit for the collection of undercharges is pending in the 
restern division of the western district of Missouri because 
ne Commission denied an application of the carrier to waive the 
ollection of the undercharges. The complainants in this pro- 
eeding ask the Commission to waive collection of those charges. 
he carriers made no defense, 

The examiner said the evidence showed that prior to the 
novement the Santa Fe solicited the complainants to make con- 
emplated shipments over its line in connection with the Frisco. 
ts agent was advised that due to the “exorbitant rate,” 56 cents, 
he complainants intended shipping by truck. The Santa Fe told 
he complainants that it had arranged with the Frisco to estab- 
ish a rate of 40 cents, Relying on that information, the ex- 
miner said, the complainants made the shipments over the rail 
ine. But for that information and solicitation, the examiner 
said, the shipments would not have been made by rail. The 
point, the examiner said, was also made that complainants did 
not take the initiative in the matter of seeking a reduced rate. 

“As a result therefore of defendants’ direct solicitation of 

his traffic complainants abandoned their intended use of trucks,” 
raid the examiner. “In consequence thereof defendants stated 
n connection with their special docket application that they 
should be permitted to waive collection of outstanding under- 
harges and thereby preclude penalizing complainants for favor- 
ing the rail carriers.” 
Under the peculiar circumstances of this case, the examiner 
said, it appeared grossly unfair to penalize complainants by forc- 
ing them to pay undercharges, regardless of whether the ap- 
plicable rate of 56 cents was reasonable or not, 


UTAH CLASS RATES 


A revision of class rates and in some instances less-than- 
carload commodity rates between Ogden and Salt Lake City, 
Utah, on the one hand, and points in the western trunk line 
territory and official territory, on the other hand, so as to make 
them fit into recent adjustments, is proposed by Examiner 


No joint through class rates and but a few joint through 
less-than-carload commodity rates, Examiner Way said, had ever 
been established between points in official territory and these 
destinations. The applicable rates, he said, except those based 
on combinations over Mississippi River crossings or other junc- 
tions, were overhead transcontinental rates from eastern defined 
groups to Ellerbeck, Utah, or La Grande, Ore., respectively, 35 
and 300 miles beyond, applied to Utah common points as maxima 
under intermediate or alternative application rules of governing 
tariffs. 

Examiner Way said that the Commission should find that the 
all-rail first class rates between points in official and western 
trunk line territories, on the one hand, and Salt Lake City and 
Ogden, on the other, were, and for the future would be unrea- 
sonable to the extent that they exceeded, or might exceed first 
class rates constructed on the scales of first class rates pre- 
scribed in the sixth supplemental report to Western Trunk Line 
Class Rates, 164 I. C. C. 1, and in the same manner as the first 
class rates prescribed therein to Zone IV. 

Further, he said, the Commission should find that the second, 
third, fourth and fifth class rates and the class A, B, C, D and E 
rates between the points mentioned in the preceding paragraph, 
were and for the future would be unreasonable to the extent 
they exceeded, or might exceed, rates made 85, 70, 55, 37.5, 45, 
32.5, 30, 22.5 and 17.5 per cent, respectively, of the first class 
rates herein proposed as reasonable. 

Examiner Way said the Commission should further find 
that the all-rail less-than-carload commodity rates between the 
points hereinbefore mentioned, were and for the future would 
be unreasonable to the extent that they exceeded or might exceed 
the class rates herein proposed as reasonable for the respective 
classification of such commodities, 

Reparation, the examiner said, should be awarded to the Salt 
Lake Hardware Co., Strevell Patterson Hardware Co., the 
Galigher Co. W. H. Bintz Co., Street Candy Co., George A. 
Lowe Co., McKesson-Ogden Wholesale Drug Co., John Scow- 
croft & Sons Co., Mountain States Implement Co., Utah Fire 
Clay Co., Lovinger Disinfectant Co., Intermountain Electric Co., 
Keith-O’Brien, Inc., and Smith-Faus Drug Co, 


PROPOSED BRICK REVISION 


Examiner J. J. Williams, in No. 26874, General Shale Prod- 
ucts Corporation vs. Atlantic Coast Line et al., has recommended 
that the Commission find rates unreasonable on face and com- 
mon brick and hollow building tile, from Johnson City and Kings- 
port, Tenn., to destinations in the Virginias, North Carolina 
and Kentucky, and Washington, D. C., and on like commodities 
from Richlands, Va., to destinations in Virginia, over interstate 


+ — Way, in No. 26720, W. H. Bintz et al. vs. Abilene & routes, and to the other destinations before mentioned and pre- 
, Southern et al, and a sub number, Utah Citizens Rate Associa- : fe 
C.CMM tion vs. Union Pacific et al. He said the rates should be found ‘%¢Tibe new ones for the future. Rates on the commodities men- 
oad Geetnenabie ar den onkeatiael and reparation awarded tioned from Richlands to Cincinnati, O., the examiner said, 
rods . : D > ‘ should be found not unreasonable. 
atl Ocean-rail and rail-ocean-rail class and less-than-carload The complaint alleged that the rates on the named com- 
commodity rates from the Atlantic Seaboard territory to Ogden modities were unreasonable and that the maintenance of lower 
rong 224 Salt Lake City, he said, should be found not unreasonable. intrastate rates within the Virginias, North Carolina and Ken- 
ani This complaint, which the examiner said was primarily a tucky and of lower rates from Augusta, Ga., and Weldon and 
No E class rate proceeding, was precipitated, he said, by adjustments Goldsboro, N. C., to Virginia was unduly preferential of com- 
anim P'escribed by the Commission to adjacent territories without cor-  plainants’ competitors and unduly prejudicial to complainant in 
ules responding changes to the complaining destinations. The class _ violation of sections 1, 3 and 13. 
aise eS assailed, he said, were those from, to or between Salt Nearness of the complaining points to the line between offi- 
ernie “@ke City and Ogden, called Utah common points, on the one cial and southern territories created rate situations that were 
nly{™ 2nd, and western trunk line and official territories, on the deemed inimical by the complainant. The basic scale on brick 


120, 
ver, 
fol- 





other, according as they were or are maintained for application 
over all-rail, ocean-and-rail, and rail-ocean-rail routes. Less- 
than-carload commodity rates, he said, were alleged to be unrea- 
sonable only to the extent that they exceeded reasonable class 
rates for the respective classifications of such commodities. 

_. Prior to March 22, 1934, generally, Examiner Way said, the 
joint through class rates and less-than-carload commodity rates 
assailed, between Chicago, Mississippi River and Missouri River 
rate groups and Utah common points, except for general in- 
creases and reductions, were substantially the same as those 
approved in Class and Commodity Rates to Salt Lake City, 32 
I. C. S. 551. Prior thereto, he added, a somewhat lower basis 
Was prescribed in Commercial Club, Salt Lake City vs. A. T. & 
8. F, 19 1. ©. C 218, 21 I. C. C. 400. Rates between the Dakotas 
and Utah common points, he said, were made combinations over 
various junctions, 


in official territory, the report says, is higher than that in south- 
ern territory. It says that although the Commission has pre- 
scribed the southern scale from southern territory to northern 
Virginia in official territory, in no case has it prescribed that 
scale from official territory to the south. So long as the present 
situation exists, the examiner adds, the conclusion is inescap- 
able that the rates from Richlands must reflect the higher level 
prevailing in official territory and prescribed from contiguous. 
points in West Virginia and Kentucky. The establishment of 
rates on the basis hereinafter mentioned, the examiner says, will 
remove any undue prejudice that may exist. He says these find- 


ings should be without prejudice to any different conclusion that 
may be reached in No. 26515, Eastern Brick Rates. 

The Commission, the examiner said, should find the rates 
assailed from Kingsport and Johnson City to destinations in 
North Carolina, Virginia and Kentucky and to Washington, 
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which are now in excess of the southern brick scale, are 
and for the future will be unreasonable to the extent they ex- 
ceed the rates prescribed in Brick and Clay Products in the 
South, 88 I. C. C. 543. Further, the examiner said it should find 
the rates on face and hollow building tile from Richlands to the 
same destinations and to those in West Virginia, were and for 
the future would be unreasonable to the extent they exceeded of 
might exceed distance rates set forth in appendix A, hereinafter 
described, and that the rates on common brick from and to the 
same points were and for the future would be unreasonable 
to the extent they exceeded or might exceed 80 per cent of 
those prescribed on face brick and hollow building tile. The 
Commission, he said, should further find the rates from Kings- 
port and Johnson City to destinations in West Virginia were 
unreasonable to the extent they exceeded rates prescribed on 
brick and related articles in the southern case, as set forth in 
appendix B for the hauls in West Virginia, hereinafter described. 


Appendix A scale begins with a rate of 90 cents a ton for 
the block between 10 and 20 miles; becomes 130 cents for the 
block between 50 and 60 miles; 170 cents for the block between 
90 and 100 miles; 260 cents for the block between 180 and 200 
miles; 310 cents for the block between 280 and 300 miles; and 
ends with a rate of 350 cents for the block between 375 and 400 
miles. 

Appendix B, providing the arbitraries for hauls into West 
Virginia, begins with a rate of 10 cents for 50 miles and less; 
becomes 20 cents for the block between 75 and 100 miles; 40 
cents for the block between 175 and 200 miles; and ends with 
a rate of 50 cents for the block between 250 and 300 miles. 


PROPOSED REPORTS 


Wheat 


No. 26904, Hart-Bartlett-Sturtevant Grain Co. vs. C. B. & Q. 
et al. By Examiner R. L. Shanafelt. Dismissal proposed. Ap- 
plicable rates demanded by defendants on 12 carloads, wheat, 
shipped from points in Nebraska and Kansas, to Omaha, Neb., 
and reconsigned thence to Sioux City, Ia., in 1931 and 1932, 
proposed to be foun@ not unreasonable. Suit was entered by 
the Illinois Central for the collection of undercharges and this 
complaint was filed with the view to having the applicable rate 
found unreasonable. 


Petroleum Fuel Oil 


No. 26893, P. B. Arnold Co. vs. Illinois Terminal et al. By 
Examiner Horace W. Johnson. Dismissal proposed. Rate 
charged, petroleum fuel oil, Roxana, Ill., to Ft. Wayne, Ind., on 
shipments made in the first three months of 1932 proposed to 
be found not unreasonable or shown to have been unjust. 


Wrought Iron Pipe 


No. 26886, Bowdoin Utilities Co. et al. vs. C. B. & Q. et al. 
By Examiner T. Naftalin. Rate, carload, wrought iron pipe, 
shipped in February, 1935, Sheridan, Wyo., to Glasgow, Mont., 
proposed to be found unreasonable to the extent it exceeded 83 
cents. Reparation of $240.68 proposed. 


Sole Leather 


No. 26857, Pine Grove Tanning Co. vs. Reading Co. et al. 
By Examiner John McChord. Rate, sole leather, carloads, Pine 
Grove, Pa., to Boston, Brockton and Campello, Mass., proposed 
to be found unreasonable to the extent it exceeded 38 cents. 
Reparation of $1,505.83 proposed. Shipments were made between 
January 8 and August 18, 1932. 


Logs 


No. 26793, Carolina Veneer Co., Inc., vs. C. C. & O. et al. 
By Examiner W. M. Cheseldine. Interstate rates, logs, points in 
the Carolinas, Tennessee and the Virginias, to High Point and 
Greensboro, N. C., proposed to be found unreasonable for the 
future to the extent they may exceed the basis of rates and 
minimum weight prescribed in Farris Hardwood Lumber Co. vs. 
L. & N., 178 I. C. C. 671, subject to the aggregate of the indi- 
vidual lines’ rates as maxima, distances to be determined as 
provided in that case. The examiner said that no order requir- 
ing the establishment of the rates should be entered, but that 
the carriers should be directed: to establish the rates within 120 
days. He said that if this was not done the matter should be 
brought to the Commission’s attention for the entry of an ap- 
propriate order. 

Cattle 


No. 26696, Public Service Commission of Nevada for live- 
stock growers of Nevada et al. vs. S. P. et al. By Examiner W. A. 
Disque. Dismissal proposed. Rates, cattle and sheep, points in 
Nevada to points in California, together with feeding in transit 
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and out of line haul charges applicable to the traffic, prop) 
to be found not unreasonable or otherwise unlawful. 
Peanut Refuse 


No. 26818, Darling & Co. vs. Southern et al. 
George M. Curtis. 







By Exaniy 
Rates, peanut refuse, unfit for human y 


sumption, and now classified or generally called peanut-oil gt) Traf 
for conversion into low grade peanut oil, cake, and meal : ' 
bags, or in bulk, carloads, points in Alabama, Georgia, Flori oat” 


the Carolinas, Mississippi, Tennessee, and Virginia to Chica 
Ill., proposed to be found unreasonable and unduly prejudig 
to the extent they may exceed 20 per cent of the contempora 
ous first class rates, minimum 50,000 pounds, subject to Rules 
for application from Southern points to Chicago and to destiy 
tions within official classification territory as well as withj 
southern classification governed by appropriate descriptions ; 
the consolidated classification. The examiner said interests 
parties should be allowed an opportunity to agree on such adjug 
ments in this situation as would result in the removal of } 
undue prejudice within 90 days from the service of a fir, 
report. 
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Printed Rugs 

No. 26833, C. H. Masland & Sons, Inc., vs. Reading ¢ 
et al. By Examiner John Davey. Second class rating and rat 
printed rugs, not woven, carloads, Carlisle, Pa., to Chicago, |j 
proposed to be found unreasonable to the extent it exceeded y 
may exceed third class rates and rating of 93 cents, minimuy 
20,000 pounds, subject to Rule 34. New rate and reparatig 
proposed, 


or filir 
covery 


was 0 
note). 
Chicory Root 


No. 26839, R. E, Schanzer, Inc., vs. A. G. S. et al. By By 
aminer P. A. Colvin. Rates, chicory root, dry, not crushed o 
ground, carloads, Linwood, Mich., to New Orleans, La., on th 
one hand, and on roasted chicory, crushed or ground, carloaj 
from Port Huron, Mich., and points in the same origin grou 
to New Orleans and points grouped therewith in this case, a 
the other hand, proposed to be found not unreasonable but unduly 


prejudicial and preferential for the future to the extent that -—_ 
differential of 11 cents, Linwood under Port Huron, is not main. 
tained between such rates to New Orleans. — 
Pulpwood Switching 

No. 26844, International Paper Co. vs. Albany Port District ( 
Commission et al. By Examiner Leslie H. McDaniel. Line-haul i sank 
rate, $1 a ton, and switching charges of $5 a car, assessed ong was 
carload shipments of pulpwood from shipside at Albany, N. Y.@ than 
to Corinth, N. Y., on ex-water traffic from Canada, Newfoundland, wort 
and Russia, between June 4, 1932, and December 29, 1933, prof to n 
posed to be found applicable. The examiner, however, said that § loss 


the failure of the defendant line-haul carrier to absorb in whole (46 


or in part the switching charge for the service at Albany 10 1 
should be found to have violated section 6, and that the com- 
plainant was entitled to reparation from the Delaware & Hudson cau 


Railroad. The complainant, the examiner said, shipped about as 
6,500 carloads of the pulpwood in the period covered by the and 
complaint. 
Iron and Steel not 
No. 26902, Barton Corporation vs. C. & N. W. By Examiner tal 
Horace W. Johnson, Dismissal proposed. Rate, iron and steel fai 
articles, Chicago, Ill., and points taking the same rates, to Barton, Set 
Wis., proposed to be found not unreasonable. 


Crude Clay en 
No. 26909, Robinson-Ransbottom Pottery Co. vs. C. M. St. P. 3 


& P. et al. By Examiner Leland F. James. Dismissal proposed. 

Rate, carload, crude clay, Rockland, Mich., to Roseville, O., pro g1 

posed to be found not unreasonable. in 
Tomatoes si 


No. 26941, Morris Fruit & Produce Co. vs. F. E. C. et al. By 


Examiner Leland F. James. Dismissal proposed. Complaint e 
concerning rates, two carloads tomatoes, shipped in January, : 
1928, Perrine and Pompano, Fla., to Minneapolis, Minn., proposed 

to be dismissed, because the formal complaint was not filed 
within six months after the last declination of the informal com- 

plaints, in accordance with Rule III (g) of the Commissions I 
rules of practice. ' 








DISCRIMINATION AGAINST SOUTH 


Representative Fulmer, of South Carolina, in extension of | 
remarks in the Congressional Record of August 9, submitted 4 | 
long statement claiming there was unjust discrimination against 
the south Atlantic states in freight rate adjustments, He said 
the southeast had been very unfairly treated in that it did not 
have a representative member on the Interstate Commerce Com- 
mission. He directed attention to a bill he had introduced, H. RB. 

7883, providing that not more than one commissioner should be 
appointed to the Commission from any federal land-bank district. 
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LOSS OF OR INJURY TO GOODS 












_ With (Supreme Court of Ohio.) Claims and actions against 
tions | ommon carrier for damages occurring to interstate shipments 


terest, 
adjug 
of t 
a fing 


bf property made under receipts or bills of lading held governed 
by federal laws. (Zang vs. Railway Express Co., 196 N. E. 
Rep. 901.) 

eer interstate shipment was damaged through alleged 
megligence of carrier while property was in transit, or by un- 
reasonable delay in transit, while federal statute fixing duties 
and liabilities of common carriers as to interstate shipments 
under receipts or bill of lading was in force, no notice of claim 
or filing of claim was required as condition precedent to re- 
covery of damages, but institution of action within three years 
of its accrual was essential, notwithstanding such limitatien 
was omitted from amendment (49 USCA, sec. 20, par. 11 and 
note).—Ibid. 
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"2 Shipping Decisi 

arload ipping Decisions 

STOUps 

Se, ol Cases Recently Decided by State and Federal Courts 

indus (Digests taken from Reporters and Digests of National Reporter System, 
that ¢ published by West Publishing Co., St. Paul, Minn. Copyright, 

Main. 1935, by West Publishing Co.) 

Strict (District Court, D. Maryland.) That engines of barge which 
haul sank in storm were running for considerable time while she 
d ong was being loaded, indicating that barge was then leaking more 


’. Y,M than normally, was insufficient to show that barge was unsea- 
land, worthy, or that due diligence was not exercised by her owners 
pro- to make her seaworthy, so as to render owners liable for cargo 
that loss under charter party and Harter Act (Harter Act, sec. 3 
hole (46 USCA, sec. 192)). (Hockley vs. Eastern Transportation Co., 
Dany 10 Fed. Supp. 908.) 


0M- Evidence held to show that sinking of barge in storm was 
Ison caused by unseaworthy condition as result of overloading, so 
out as to render owners liable for cargo loss under charter party 


the and Harter Act (Harter Act, sec. 3 (46 USCA, sec. 192)).—Ibid. 
Owner’s duty to use diligence to make vessel seaworthy may 
not be validly discharged merely by engaging competent cap- 
ner tain and intrusting duty to him, but duty is nondelegable, and 
ee! failure will be attributed to owner (Harter Act, sec. 3 (46 USCA, 
on, sec. 192) ).—Ibid. 
Overloading of barge by captain held absence of due dili- 
gence to make barge seaworthy, rendering owner liable for 
P cargo loss under charter party and Harter Act (Harter Act, sec. 
d. 3 (46 USCA, sec. 192) ).—Ibid. 
og Barge owner held not liable as insurer for cargo loss on 
ground of deviation from course to take other barges in tow, 
in view of general port custom to permit multiple tow unless 
single tow is expressly agreed upon.—Ibid. 
y Purpose of limitation of liability statutes is to protect ship- 
it owner, not from consequences of his act or neglects, or of his 
7 Own contracts, but from consequences of acts, contractual or 
tortious, of master, crew, or agent regarding vessel when not 
1 =. control or supervision of owner (46 USCA, secs. 183, 189). 
. @ —Ibid. 
Rule precluding limitation of liability for consequences of 
breach of personal contract is not inapplicable where there is 
ad of seaworthiness in contract (46 USCA, secs. 183, 
9).—Ibid. 

Limited liability statute is not available to owner, notwith- 
Standing breach of personal contract, because breach is with- 
thi owner’s privity or knowledge (46 USCA, secs. 183, 189).— 

id. 

Dividing line determining what losses may be limited will 
ordinarily be marked by time of breaking ground on voyage 
(46 USCA, Secs. 183, 189).—Ibid. 

Limitation of liability for cargo loss in sinking of barge 
due to breach of personal contract requiring owner to use due 
diligence to make barge seaworthy, would not be permitted, 
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notwithstanding owner’s failure to exercise due diligence arose 
solely from fault of master of barge without owner’s privity or 
knowledge (46 USCA, secs. 183, 189).—Ibid. 

Ordinarily, one may not escape responsibility for his con- 
tracts through negligent performance by agents.—lIbid. 

Mere neglect of vessel owner is not sufficient to establish its 
privity or knowledge so as to preclude limited liability (46 USCA, 
secs. 183; 189).—Ibid. 

Limitation of liability for cargo loss in sinking of barge 
due to unseaworthiness caused by overloading would not be 
permitted, regardless of whether loss was caused by breach of 
personal contract, where there was opportunity for telegraphic 
communication between barge captain, who supervised loading, 
and owners’ office, figures of draft were mailed to office before 
voyage, and barge was within reach of executive officers for a 
day after they had presumably received notice of Graft, since 
facts justified finding of unseaworthiness with owner’s privity 
or knowledge (46 USCA, secs. 183, 189).—Ibid. 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Minnesota.) Common usage can be re- 
sorted to in interpreting words used in statute. (Bennett Com- 
mission Co. vs. Northern Pacific Ry. Co., 261 N. W. Rep. 593). 

Under statute fixing rates chargeable for carload shipments 
of mixed livestock where shipment includes one or more head 
of cattle weighing in excess of 400 pounds, railroad must trans- 
port shipment at rate not exceeding the highest rate, as applied 
to statutory minimum weight, charged by railroad for any kind 
of stock in the car, except that cattle rate and cattle minimum 
weight must be applied when by use thereof lower charge re- 
sults and cattle rate must be applied when actual weight ex- 
ceeds cattle minimum weight (Mason’s Minn. St. 1927, sec. 4872, 
as amended by Laws 1931, c. 215, sec. 1).—Ibid. 


(Supreme Court of South Carolina.) Carrier quoting to con- 
signor rate much less than established interstate rate on burned 
and wet cotton and collecting rate quoted from consignor, held 
entitled to collect from consignee difference between freight 
paid and freight figured at established rate (Interstate Com- 
merce Act, sec. 6, 49 USCA, sec. 6(7)). (Southern Ry. Co. vs. 
Calhoun Twine Mill, 180 S. E. Rep. 557.) 


(Supreme Court of Georgia.) Motor-Carrier Act provision 
requiring carriers, in order to pocure and retain certificate of 
convenience, to give bond or file indemnity policy covering in- 
juries to passengers or freight, held not violative of commerce 
clause; hence policy issued in compliance therewith covered 
damages to interstate shipment to Georgia (Laws 1929, p. 297, 
sec. 5; Const. U. S. art. 1, sec. 8, cl. 3). (Automobile Ins. Co. 
vs. Winn & Lovett Grocery Co., 180 S. E. Rep. 608.) 


PETITIONS FOR REHEARING, ETC. 


No. 26587, Burnham Boiler Corporation vs. Pennsylvania Co. et al. 
Complainant asks for reconsideration and reargument on the ques- 
tion of reparation on shipments of moulding sand from New Ham- 
burg, South Schenectady and Stuyvesant, N. Y., only. 

No. 26344, Mead Corporation vs. A. C. & Y. et al. Defendants 
ask for reconsideration by and/or reargument before the entire Com- 
mission. 

I. and S. No. 3718, Export and import rates to and from southern 
ports. Southern carriers ask for reopening, reconsideration and modi- 
fication of the findings in respect to rates to and from the Dubuque, 
4ta@., group. : 

No. 13535, Consolidated Southwestern Cases et al., twenty-first 
supplemental report 205, I. C. C. 601. Houston Chamber of Com- 
merce asks for reconsideration, modification, change or cancellation 
of conclusions as to the status of Houston in its relation to Galves- 
ton and other southwestern points. 

Ex Parte No 104, part 2, West Lechburg Steel Co. Terminal 
Allowance. Steel Company asks for vacation of the order entered 
July 29 in connection with the thirty-fifth supplemental report or 
for the postponement of the effective dates of the order. 

No. 26021, Illinois Coal Traffic Bureau vs. A. & W. et al., Central 
Indiana Coal Co., David Ingle, receiver of the Big Vein Coal Co., 
Ingle Coal Co., Linton Summit Coal Co., Sherwood-Templeton Coal 
Co. and Standard Coal Co. move the dismissal of the case without 
final decision and without prejudice to the right of the petitioner, 
Illinois Coal Traffic Bureau, later to institute a complaint or com- 
plaints involving the same subject matter. 

1. and S. No. 4017, ex-lake grain from Ogdensburg to New Eng- 
land. Corn Exchange of Buffalo asks for reconsideration and/or re- 
argument. 
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No. 26268, Newhall Land & Farming Co. vs. Southern Pacific et 
Newhall Land & Farming Co. asks for reopening and reconsidera- 


al. 
tion of the Commission’s decision of July 9, 1935, on reconsideration. 
No. 25600 and Sub. No. 1, Amato & Sons, Ine. et al. vs. A. T. & 


S. F. et al. 
of order. 

No. 22907, industrial sand cases, 1930. Complainants ask for re- 
opening and rehearing for purposes of reparation on the ground that 
rates assessed had been theretofore found unreasonable in the 
period involved herein and that that finding of past unreasonableness 
inured to the benefit of petitions in accordance with the decision of 
the United States Supreme Court in A. J. Phillips Co. vs. Grand Trunk 
Western Railway Co. et al., 236 U. S. 662. 

No. 26448, Alabama Mining Institute vs. St. L.-S. F. et al. Ala- 
bama Mining Institute asks for reconsideration and modification of 
order, 

No. 25440, Monmouth County Farmers’ Exchangé vs. A. & W. P. 
et al. Defendants ask for reconsideration. 

No. 11703, in the matter of intrastate fares in the state of Illi- 
nois. New York, Chicago & St. Louis Railroad Co. asks for an ex- 
tension of the period in which to apply experimental passenger fares 
for six months from October 1 

No. 17000, part 7, grain and grain products within the western 
district and for export. Northern Pacific Railway Co. asks for amend- 
ed findings and order. 

Ex Parte No. 104, part 2, Kansas City Power & Light Co. ter- 
minal allowance. Kansas City Power & Light Co. asks for rehear- 
ing, suspension of tariffs filed pursuant to twenty-ninth supplemental 
report and order based thereon, and for other relief. 

No. 11703, in the matter of intrastate fares in the state of Illi- 
nois. The Alton Railroad Co. and other western trunk line railways 
ask for a six months extension of authority to continue experimental 
passenger fares, from October 1. 

No, 26611, S. H. & E. H. Frost et al. vs. A. C. L. et al. Com- 
plainants ask for a reopening, reconsideration and/or reargument. 

No. 23818, State Corporation Commission of Virginia vs. Penn- 
sylvania et al. Defendants ask for further postponement of the 
effective date of the order. 

No, 12214, surcharge for transportation of passengers in sleeping 
or parlor cars between points within the state of Alabama. Illinois 
Central and St. Louis-San Francisco, J. M. Kurn and John G. Lons- 
dale, trustees, ask for a six months’ extension of authority to con- 
tinue experimental passenger fares, from October 1. 

No. 26006, Tri-State Packers’ Association, Inc., et al. vs. Penn- 
sylvania et al. Tri-State Packers’ Association, Inc., et al., ask for 
reconsideration by the entire Commission of the decision dated May 
29, 1935, of division 3, Commissioners Lee and Miller, with Commis- 
sioner McManamy, dissenting. 

No. 26657, Bowersock Mills & Power Co. vs. A. T. & S. F. Bow- 
ersock Mills and Power Co. asks for reopening, reconsideration by 
the entire Commission and modification of the order entered herein. 

No. 17000, part 11, sand, gravel, crushed stone and shells within 
the southwest. Mississippi Valley Association asks for leave to inter- 
vene on the application of the Louisiana & Arkansas Railway for 
modification of 13th section order of the Commission as to the rate, 
limestone, Carlo to Baton Rouge, La., and asks the Commission to 
deny the application of the Louisiana & Arkansas to establish a 
rate of 67.5 cents a net ton on kiln limestone, which the rail carriers 
said was necessary to meet competition of barge lines offering to 
earry oyster shells to Baton Rouge for use in a chemical plant. 

No. 20120, Rudy-Patrick Seed Co. and J. G. Peppard Seed Co. 
vs. A. & S. et al. Rudy-Patrick Seed Co. and J. G. Peppard Seed Co. 
have filed further petition asking for reopening, further argument 
and consideration. 

No. 26504, Kanotex Refining Co. vs. A. T. & S. F. Kanotex Re- 
fining Co. asks for reopening and reconsideration. 

1. and S. No. 4017, ex-lake grain from Ogdensburg to New Eng- 
land. Respondents, other than Rutland Railroad Co., ask for re- 
opening, reargument and reconsideration. 


Defendants ask for vacation or indefinite postponement 





UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10866, New Jersey & New York 
R. R. Co. et al. Merger, approving and authorizing the merger of 
the properties of the New Jersey & New York R. R. Co. and the 
New Jersey & New York Extension R. R. Co. into one corporation 
for ownership, management and operation, approved. 

Report and certificate in F. D. No. 10849, permitting the Texas 
& New Orleans R. R. Co. to abandon part of a branch line of rail- 
road in the city of Ennis, Ellis county, Tex., approved. 

Report and certificate in F. D. No. 10857, permitting the St. Louis- 
San Francisco Ry. Co. and its trustees to abandon a line of railroad 
in Pemiscot county, Mo., approved. 

Report and order in F. D. No. 10900, Birmingham & Southeastern 
Railroad Company bonds, granting authority to the Birmingham & 
Southeastern R. R. Co. to procure the authentication and delivery 
of $50,000 of first-mortgage 6 per cent bonds to be pledged as col- 
lateral security for a loan or loans from the Reconstruction Finance 
Corporation, condition prescribed, approved. 

Supplemental report and order in F. D. No. 9648, El Paso & 
Southwestern Railroad Company bonds, granting authority to issue 
$387,000 of first and refunding mortgage 50-year gold bonds in fur- 
ther reimbursement for capital expenditures; the bonds to be sold at 
not less than par and the proceeds applied to the repayment of ad- 
vances, approved, 





FINANCE APPLICATIONS 


Finance No. 10916. Baltimore & Ohio Railroad Co. asks for 
authority to extend its line from Fort George G. Meade Junction, Md., 
to Fort George G. Meade and beyond to Odenton, Md., by construc- 
tion, reconstruction or otherwise acquisition of a branch line, a dis- 
tance of about 5.8 miles. The proposed line is made necessary by the 
abandonment of the line of the Washington, Baltimore & Annapolis 
Electric Railroad Co. over which the applicant has been reaching the 
military reservation. 

No. 10918. East Tennessee & Western North Carolina Railroad 
Co. applies” for authority to extend the time for payment of 70 per 
cent, or $350,000 of the principal of $500,000 of 5 per cent first mort- 
gage bonds dated November 1, 1905, and maturing November 1, 1935, 
until November 1, 1965, with interest at 5 per cent, and to pay the 
remaining 30 per cent of the bonds in cash at the present maturity. 

No. 10919. Bath & Hammondsport Railroad Co. asks for authority 
to abandon its line, extending from Bath to Hammondsport, N. Y., 
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a distance of about 5 miles. It is desired to abandon the line beg 
recent floods damaged the property to such an extent as to mak 
incapable of operation. The application says that in order to , 
vent hardship to the public accustomed to use its facilities, the «, 
pany is arranging for the transportation of freight to and fro, 
connection of the Erie at Bath at rates shown in its tariff. The » 
plicant says that if the revenue from its rates and divisions are , 
ficient to pay the cost it is willing to continue until further ng 
to furnish such service through trucks but that it is unable t, 
store its railroad to operating conditions and operate it. q 

Finance No. 10920. Norfolk & Portsmouth Belt Line Raji, 
Co. asks for authority to make and deliver to the National py 
of Commerce of Norfolk, Va., a note for $67,500, in favor of ; 


























bank. The proceeds of this note are to be used to pay, in pari, 
$68,000 of Elizabeth River Railroad Co. 4 per cent gold bonds fajj 
due October 1, 1935. 










LOANS TO RAILROADS 

In Finance No. 10917, Morris S. Hawkins and L, H. Wiy 
holz, receivers of the Norfolk Southern Railroad Co., ask { 
Commission to approve a loan to them from the PWA of $960, 
to be secured by issue of equipment trust certificates to be ws 
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in acquiring 500 box cars, 40 ton, steel frames, sheathed yi 
wood. 

In Finance No. 9358, the Boston & Maine Railroad }; 
applied for an extension of an existing loan of $7,569,437 fro 
the RFC for three years from September 6, 1935. The applica 
said it was not in a position to pay the note at its maturity ay 
was not able to obtain the funds on reasonable terms throug 
banking channels or the general public to meet it. 

As of July 31, according to the monthly report of the Reco 
struction Finance Corporation, the corporation had authoriz 
loans to railroads aggregating $494,375,728. Of that there haj 
been disbursed $487,097,872. Repayments totaled $73,759,522 an/ 
cancellations or withdrawals, $6,914,556. In addition to th 
loans authorized the corporation said it had approved in priv 
ciple loans in the amount of $80,922,097, to be made on perform 
ance of specified conditions. 


REORGANIZATION OF RAILROADS 


A favorable report on S. 1634, the Eastman bill providing 
for amendment of section 77 of the federal bankruptcy act, 
with amendments to make it conform to H. R. 8587, the Hous 
bill favorably reported by the House judiciary committee, was 
ordered by the Senate interstate commerce committee August 
15. No hearings on the bill were held by the committee. The 
committee report on the House bill was published in the Traffic 
World, June 29, p. 1253. The House committee on rules re 
ported a rule some time for consideration by the House oi 
the bill. 

The House August 15 passed the bill. Only brief considera- 
tion was given to the measure by the House. 

The Reconstruction Finance Corporation does not contem- 
plate the setting up in Chicago of machinery to handle RFC 
matters there in connection with the reorganization of rail: 
roads, according to Chairman Jesse H. Jones. The chairman 
made the point, in discussing a report that had been brought 
to his attention as to having work done in Chicago, that the 
RFC could not make plans for the reorganization of any rail 
road inasmuch as it could only be one of the creditors of a 
railroad by reason of loans it might have made to it. He said 
there was no thought of having any RFC work in connection 
with the reorganization of a railroad done in Chicago or of the 
RFC establishing an office there. 

The report brought to the attention of Chairman Jones Was 
that Walter J. Cummings, chairman of the board of the Cor 
tinental Illinois Bank and Trust Co., of Chicago, IIl., had urged 
on Mr. Jones the desirability of having reorganizations of 80 
called Chicago railroads dealt with in Chicago. Mr. Jones ad- 
mitted that he had talked with Mr. Cummings. 


TRUCK COMPELLED EXCEPTIONS 


The Commission, by order, not report and order, in No. 
17000, part 2, western trunk line class rates, and Ex Parte 8, 
Sub. No. 1, class rates within western trunk line territory, has 
postponed the effective date of its order of October 9, 1934, a8 
subsequently modified, to November 30, to the extent that that 
order would require that the rates between the three westerl 
trunk line territory rate zones and Zone IV, on the one hand, 
and official territory east of Illinois and Lake Michigan on the 
other, be governed by exceptions of general application to the 
respective classifications, published to meet motor truck compe 
tition, where it is so stated in the tariffs containing exceptions 
or where the exceptions carry expiration dates. 

This phase of the subject was postponed on account of the 
inability of the Commission to give it that measure of considera 
tion deemed necessary prior to the effective date of the mall 
part of the order, August 20. The class rates ordered in that 
case, except those affected by the exceptions to the classifica- 
tions, are. to go into effect on August 20. 
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WESTERN CLASS RATES 


The Traffic World Washington Bureau 


Asking the Commission to suspend Curlett’s I. C. C. A-467 
nd A-468, revising, among other things, rates on potatoes from 
pints in Virginia to destinations in Western Trunk Line Ter- 
itory, the State Corporation Commission of Virginia, by H. E. 
ether, commerce counsel, and T. D. Geoghegan, of counsel, 
ssert that, while the rates are in purported compliance with 
he Commission’s report, the proposed revision will increase 
wut of all reason the rates on potatoes from Virginia to some 
jestination points. Their request contains a statement of 
ypical increases, they say, to typical destinations in each state 
n Western Trunk Line Territory. 

“There is not sufficient time,” says the request for suspen- 
sion, “in which to make a more complete survey of this situa- 
jon in order to show to the Commission the excessive burden 
hat would be placed upon the Virginia shippers of these com- 
modities.” 

Taking Olney, Va., as a point of origin, the statement shows 
hat the rate on potatoes to Marquette, Mich., would be in- 
reased from 63 to 72 cents; to Minneapolis, Minn., from 68 to 
81 cents; to Denver, Colo., from 99 to 106 cents. The rates 
mentioned are all-rail. Increases in rail-and-lake or rail-lake- 
and-rail are also shown. The rate from Olney to Sheridan, 
Wyo., is increased from 103 to 117 cents, while the rate from 
Olney to Eau Claire, Wis., is to go up from 58 to 69 cents. 

Among others which have asked for the suspension of the 
proposed class rates are: American Iron & Metal Co., Youngs- 
town, O., which asks for the suspension of rates on steel pipe 
from Youngstown, O., to Nebraska and Wyoming destinations; 
Kroger Grocery & Baking Co., Cincinnati, O., S. A. Gerard, Cin- 
cinnati, O., American Fruit Growers, Inc., Pittsburgh, Pa., and 
Stanley Fruit Co., Denver, Colo., which ask for the suspension of 
rates on cantaloupes and melons from Colorado points to Official 
Classification Territory; and American Fruit Growers, Inc., 
Pittsburgh, Pa., which asks for suspension of class rates on 












. Win 
ask th 
$960 i 
be uge 
ed wit 













ad hy 
7 fron 
)Plicay 
ity ani 
hroug 














Reco 
10F ize 
re hag 
22 ani 
to the 
1 pri. 
Tforn. 













viding Onions from Western Trunk Line Territory to Official Classifica- 
y acim tion Territory. 
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oa PENNSYLVANIA CO. SECURITIES 


The The Pennsylvania Company, the capital stock of which is 
‘raficam OWned by the Pennsylvania Railroad Company, has filed with 
s ref the United States Securities and Exchange Commission a regis- 
se off tration statement as to an issue of $50,000,000 of 28-year 4 per 
cent secured bonds to be made for refunding purposes. 


dera- The company said it intended that the net proceeds of 

the bonds would be applied to the redemption at 105 per cent 
tem: of their principal amount and accrued interest of registrant’s 
RFCM 35-year 434, per cent secured gold bonds, due November 1, 1963, 


rail. J NOW Outstanding in the principal amount of $50,000,000, includ- 
‘man ing $1,861,000 now in the treasury of the company, which it was 
ught planned to call on or before August 31, 1935, for redemption on 
the or about November 1, 1935, the balance of the funds required 
rail- for the payment of the principal, premium, and accrued interest 
ft a re a outstanding bonds to be paid by registrant out of treasury 
said unds, 
tion Kuhn, Loeb & Company are the principal underwriters for 
the the issue, according to the company. As to creation of a sink- 
ing fund, the company said there was to be provided an annual 
was sinking fund of $500,000, payable August 1 in each year, beginning 
‘on- with 1936, “but only if net income of the company for the pre- 


ged ceding calendar year after interest charges (not including profits 
$0: or losses arising in connection with the sale or other disposition 
ad- of securities) determined in accordance with sound accounting 


practice, shall equal or exceed $500,000.” 
According to the information given the securities commis- 
sion, the Pennsylvania Railroad Company owns 2,492,500 shares 
; or 100 per cent of the stock of the Pennsylvania Company, which 
X0. had total assets of $236,635,259.97 as of April 30, 1935. 





* GEORGIA CLASS RATES 

at The federal court at Atlanta, Ga., in equity No. 778, Georgia 

mn Public Service Commission et al. vs. United States, Interstate 

d, Commerce Commission, Atlantic Coast Line et al., has dismissed 

e the complainants’ petition asking for an injunction forbidding 

1e the observance of the Commission’s order bringing Georgia class 

e rates up to the level of interstate rate (see Traffic World, July 

18 27, p. 142). The railroads assailed the class rates ordered by the 
Georgia commission. The federal body, in No. 26699, class rates 

e Within the state of Georgia, instituted a thirteenth section pro- 

A: ceeding in which it condemned the lower Georgia rates. 

D OS PETE 

jt RFC SELLS SECURITIES 


, The Reconstruction Finance Corporation has sold $15,282,000 
of Pennsylvania Railroad Co, equipment trust certificates to 
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Solomon Brothers & Hutzler, New York, at that firm’s bid of 
$1,076.55 for each $1,000 certificate. The corporation took the 
certificates from the Public Works Administration, which had 
furnished the money for the construction of the equipment, at 
par. The transaction, therefore, shows a profit of $1,169,837.10 
for the corporation. 

Public bids were invited for the certificates. Three were 
received, that of the buyers being the highest. The other bids 
were made by Brown Harriman and associates, $1,063.89 and 
Halsey Stuart and associates, $1,059.37. 


MONEY FOR STREAM LINE TRAINS 


The Trafic World Washington Bureau 


The Reconstruction Finance Corporation has_ tentatively 
agreed to furnish money to provide stream lined trains. Chair- 
man Jones of the RFC so announced at his press conference 
August 15. The money will be furnished to the manufacturer or 
manufacturers of trains of that sort making arrangements to 
lease them to railroads approved by the RFC as proper risks. 

The idea was advanced to the RFC by the Budd Manufac- 
turing Co., of Philadelphia. The matter of such loans has been 
under discussion between that company and the RFC and Chair- 
man Jones said that the corporation was willing to lend the 
money. He said the money would be provided on the basis of 
the corporation furnishing 80 per cent of the money needed to 
manufacture a train and the manufacturer providing the re- 
mainder. 

Chairman Jones said that the RFC would have to approve 
the lease arrangement so as to assure itself that the train or 
trains were for use on roads that it was reasonably certain 
would pay for the use of them. The chairman said the type of 
the trains would have to meet the approval of the RFC and 
that it would have to assure itself that the type built could be 
used on some railroad other than the one for which it was built, 
so that a train could be transferred, in case of financial trouble, 
from one road to another. Mr. Jones said that in its chief aspect 
the proposed arrangement was the same as the issuance of equip- 
ment trust certificates by a railroad, except that in the proposed 
scheme the manufacturer would be the borrower from, the RFC 
with the railroad leasing the equipment from the manufacturer. 
He estimated the cost of such a train at $250,000. 


CONTAINER INQUIRY 


The Traffic World Washington Bureau 


Whether freight containers offer a means of providing better 
transportation service at lower cost is the subject of an inquiry 
among shippers now being set in progress by Joseph B. East- 
man, Federal Coordinator of Transportation, through his section 
of property and equipment. 

Going directly to the users of transportation, the investiga- 
tion invites comments on present and possible future uses of 
freight containers under various plans of operation, and asks 
what construction features shippers need to enable them to use 
freight containers efficiently. Emphasizing the importance of 
the freight container question, Mr. Eastman, in a letter to indus- 
trial traffic managers, said: 





As a result of studies of freight traffic which my staff has made 
during the past two years, with the cooperation of. both shippers and 
carriers, certain means of improving service and operations have been 
developed which, if they can be put into practice, we believe will be 
of substantial benefit to you and other shippers and consignees, as 
well as to the carriers. 

One of the most important of these proposal centers around the 
general use of containers as a means of carrying a considerable 
portion of what is now carload traffic, in the form of fractional car- 
load units—perhaps one-fifth, one-fourth or one-half of a carload, 
or a truck load—and as a means also of helping in the coordination 
of the various forms of transportation. ° 

I am enclosing an inquiry prepared by my Section of Property 
and Equipment, which describes the essential features of containers 
and their possible uses, as a preliminary to a few brief questions 
which I trust you will give your personal attention, returning your 
answer by August 17th, if possible. It will be exceedingly helpful 
if you can do this. 

There is also enclosed a sample form covering data on point-to- 
point commodity movements. We wish to secure this information 
from each separate plant or establishment of your company and its 
subsidiaries. I shall appreciate it if you will request the necessary 
number of forms, enlist the cooperation of the officers concerned in 
the preparation of the returns, assemble the forms when filled out, 
and transmit them to this office not later than September 10th, if 
possible. The information so requested is greatly needed in order 
to appraise the opportunities for this Container Service, and its prac- 
ticability. 

Mr. R. C. King of the Section of Property and Equipment, who 
is in direct charge of this study, will welcome any general informa- 
tion, comments or suggestions which you may care to offer, and will 
be glad to answer any gquestions that might arise. 


An outline of the container situation, prepared by the Co- 
ordinator’s section of property and equipment, calls attention 
to the need for equipment to meet modern shipping require- 
ments, This discussion says, in part: 
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The development of commerce from a matter of local to one of 
nationwide distribution involving intercarrier transportation, the 
growth of hand-to-mouth buying, the demand for fast, frequent 
service, complete from door to door, and the necessity for eliminating 
waste in the distribution of goods, call for integrated transportation 
service and coordinated use of different forms of transport, in order 
to secure maximum speed, safety, and economy in moving goods from 
‘line of production to point of use.’’ These objectives can be at- 
tained only through provision of physical equipment which will en- 
able the following principal requirements to be met: 

(a) Reduce costs of packing, handling, loading, 
storing goods. 

(b) Provide shipping units of sizes and designs suited to modern 
commercial needs. 

(c) Avoid breaking bulk 
destination. : 

(d) Provide maximum security to lading in handling and trans- 
portation operations. 

(e) Reduce idle time of all forms of transportation equipment. 
Studies made by the Federal Coordinator, by transportation agen- 
cies, and by industrial and commercial organizations, indicate that 
correctly designed containers will enable all these requirements to be 
met, and that their efficient use will .result in direct financial benefit 
to shippers, warehousemen, consignees, and carriers. 

The term ‘container’ is used to describe a carrying unit in or 
on which goods may be loaded for shipment by rail, highway, or 
water, but which is neither a transportation vehicle nor an essential 
means for packing goods for shipment. 

While no national freight container service has ever been de- 
veloped, a considerable number of private, local and regional services 
have been operated in the United States during the past fifteen years, 
and in some European countries for a much longer period. The ex- 
perience gained in operating these services affords ample evidence 
of savings in many specific operations involved in the movement of 
goods. Such savings are especially notable in those operations which 
are nonproductive, that is, operations which add to cost but not 
the value of the goods. 

The development of national container service, and the attain- 
ment of maximum usefulness by any local or regional service, have 
been hampered by several important physical and commercial factors. 
Lack of generally recognized dimensional standards has prevented 
interchangeability in use, even with standard railway equipment. 
Containers have not been adapted to handling a sufficiently wide 
range of different kinds and quantities of goods. Means for handling 
containers have not been standardized, and in may cases have re- 
quired expensive special-purpose machinery and equipment. Restric- 
tion of container service by any one agency to a relatively small 
geographic area has had the same effect that would ensue if rail- 
road rolling stock could be used only on the road which owned it. 

In the light of the facts now available, and with the cooperation 
of all interests concerned in the speedy, safe and economical move- 
ment of goods, it appears possible to develop standards of physical 
equipment, opearting raethods, and commercial practices which will 
overcome present handicaps, and enable container service to be used 
to maximum advantage. 


unloading, and 


in all movements between origin and 


In presenting other reasons why a container service might 
be desirable, the Coordinator's Section of Property and Equip- 
ment said it was obvious, if container service was to obtain 
maximum usefulness, that all types of standard containers must 
be available to the individual shipper just as railway freight 
cars were available, in the kind and quantity required by the 
shipper, and at the time required. Furthermore, the section 
said it should not be necessary for any shipper to provide his 
own containers, nor should he be obliged to maintain them 
nor to assure their return to his plant. 

To provide a nationwide service of this kind it seemed prob- 
able, said the section, that one or more container service organ- 
izations should own and maintain the equipment and lease it to 
shippers, carriers, or both. For present purposes the section 
assumed that if two or more companies undertook to furnish con- 
tainer service they would provide fully interchangeable equip- 
ment and would establish an efficient cooperative organization 
to make it available to users when, where, and in kinds and 
quantities required. On that assumption, the section said, opera- 
tion of the service might be considered as if it were to be con- 
ducted by a single organization. 

For the purpose of this discussion the section said it was 
immaterial whether such an organization be owned by transporta- 
tion agencies, by shippers, or both, or by other interests, It 
said it seemed safe to assume that if the facts showed that con- 
tainer sérvice would produce net money savings to its owners, 
means would be found to establish such service. Its immediate 
purpose, the section said, was to obtain the necessary facts from 
the standpoint of the shipper and consignee. Those facts, it 
said, would be thoroughly analyzed, summarized, and correlated 
with other facts showing the value of container service to each 
form of transportation. A report will then be prepared to pre- 
sent a comprehensive picture of the value of national container 
service and of the technical, commercial, and financial require- 
ments of such a service. The section gave a description of the 
types of inner containers consisting of No. 1 skid type of a width 
of 32-33 inches, length 54 inches; No. 2 skid with 42 inches, 
length 60 inches, with a clear height from bottom of runners or 
other supports to underside of the platform, 8 or 12 inches. The 
section said that representative manufacturers and users of 
these containers, in collaboration with the Bureau of Standards, 
Department of Commerce, adopted the clearance and overall 
— of the skid platform containers hereinbefore set 
orth. 

That description of the container service and containers was 
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followed by what the section called an informal inquiry 
dressed to traffic managers, consisting of questions as to 2 
traffic handled in 1934, stated in short tons. The traffic manage 
were asked to answer the questions “at once.” - 
The questions were as to the carload lots, less than Carloaj 
lots and express shipped by rail; truckload lots, less than ro 
load lots and express by highway; and cargo lots, carload los 
and less than carload lots shipped by water. ’ 
The traffic managers were also asked to list the Principy 
commodities their concerns shipped in 1934 which would “a 
been suitable for movement in containers and which the ship 
pers would have been willing to ship in container loaq lots 
provided that properly designed containers had been available 
at approximately carload rates and with a door-to-door Service 
approximately as fast as truckload shipments. The traffic map. 
agers were asked to report if all or part of their inbound trafic 
was suitable for container service, to report, in respect to such 
traffic, data showing the commodities; the major flow of traffic 
the characteristics of 1934 shipments as to density and hoy 
packed; the total tons shipped; the approximate distance: the 
ton-miles; how the tonnage was shipped in 1934: and how it 
could have been shipped in hypothetical container traffic jy 
1934. Each traffic manager was asked to check the containg 
best adapted for his use, whether inner or outer container, tj 
state the average weight by the container load, in tons, ay 
the number of container loads. Outer containers, 8 by 10 fee 
of a cubic capacity of 500 feet, and 8 by 24 feet of a cubic 
capacity of 1,200 feet were suggested in the inquiry. 























































































































































RAIL MEN’S HOURS AND WAGES 


The Traffic World Washington Bureay 


Coordinator Eastman has announced corrections in the re 
port of August 1 issued by his office on the “Extent of Low 
Wages and Long Hours in the Railroad Industry,” and that 
the report will be reissued to show the improvement to date 
in the low wage situation. (See Traffic World, Aug. 3, p. 187) 
His statement follows: 


Under date of August 1, 1935, the Coordinator’s Office issued a 
report on the ‘“‘Extent of Low Wages and Long Hours in the Railroad 
Industry.’”’ The study of low wages was based upon replies received 
from the Class I railroads covering the payroll period nearest to 
November 1, 1933. In preparing this report the rates of pay were 
treated as basic rates rather than the actual rates received after 
the ten per cent pay reduction in effect at that time. It is now ap- 
parent that the terms “basic’’ and ‘‘actual’’ were confused and that 
the rates of pay furnished in response to the questionnaires and 
used in this report were those actually received by the employes for 
the payroll period covered in the study. ‘ 

The general conclusion reached in this report that 155,540 en- 
ployes, constituting over 15 per cent of total railroad employment, re- 
ceived a rate of 35 cents an hour or less in November, 1933, is not 
affected by the confusion of ‘‘basic’’ with ‘‘actual’’ rates. In reai- 
ing the text and the tables of this report, however, pending its re- 
issue, it should be clearly understood that all rates of pay are thos pow 
which were actually received and not basic rates as stated in the | 
text of the report. The figures in column one of Table 5 of the r- Pi0j 
port are not correct and should be changed as indicated in the at- 9 con 
tached revision of Table 5 and _the statement in the text based on IM tax: 
Table 5 modified accordingly. Furthermore, the estimated cost of a by 
minimum wage agreement contained in Part 1, Section V, is incor #%.* | 
rect as an estimate of the cost at the present time but is the cor 9 cal 
rect cost for November, 1933. The cost at present would be less than i and 
the figures given in the report. bill 

The ten per cent wage deduction in effect at the time this study 
was undertaken was restored in full by April 1, 1935. This restora- tax 
tion, as well as any other adjustments upwards of wage rates in the i paic 
lower brackets which may have been made since November, 1933, has of | 
reduced the extent of low wages in the railroad industry prevailing | 
in November of 1933. In view of the confusion of terms in the report Do; 
referred to above as well as the desirability of noting the improve Thi 
ment to date in the low wage situation, it is deemed advisable 0 Hy 
determine the changes in the aggregate which have taken place since H 
November, 1933, combine these findings with the corrected findings of or 
the August 1 report and reissue the report. This will be done a 
promptly as- possible. der 

Table 5—Revised ure 





Estimated Weekly Compensation of Reported Employes 
and Cumulative Per Cent of Total Employment 































Cumula- Por 
-—Number of employes—— tive mit 
Hourly Weekly per cent BM eye 
and and Cumula- of total Bi aot 
Weekly daily monthly tive employ: 1 
compensation paid paid Total number meni 
$7.20 and under ........ 8,210 548 8,758 8,798 a Was 
Over $ 7.20 to $ 9.60 ... 19,301 1,114 20,415 29,173 2.9 
Over 9.60 to 12.00 ... 31,911 2,970 34,881 64,054 6.3 out 
Over 12.00 to 14.40 ... 41,325 8,981 50,306 114,360 = ‘11 
Over 14.40 to 16.80 ... 25,198 10,609 35,807 150,167 148 he. 
Over 16.80 to 24.00 4,525 sears 4,525 154,692 10.9 
ee ee 130,470 24,222 154,692 
Information lacking for — 
CIS CORIO oicccccee< 223 625 848 848 
GROnG Total 2c cccscccss 130,693 24,847 155,540 155,540 “ 
*Based on 1,014,176 employes, mid-month count for Novembet CO} 






1933, from Interstate Commerce Commission, Wage Statistics. 













VI, No? 
a 


Uiry, a 
S to the 









7, 1935 





august 1 








EASTMAN STAFF CHANGES 


The Trafic World Washington Bureau 











nanagen Jliam H. Chandler, traffic assistant for the eastern region 

Coordinator Eastman’s staff, has resigned, his retirement to 
1 Carloai imme? flective September 1. Mr. Chandler is to resume his work 
~ hp P. ie commissioner for the Merchants’ Association of New 
0ad |o}; i 





Principg 
uld have 






Nork. resignation of Mr. Chandler, that of M. M. Caskie, traffic 
stant for the southern region some time ago, and the designa- 
C. E. Hochstedler, traffic assistant for the western region, 





7 ssi 










the ship me oe principal assistant to C. E, Bell, the Coordinator's 
— srecutiVe and traffic assistant, leaves the traffic staff in almost 
se keleton form. It has not yet been determined whether succes- 
Service Im 


ffic map. 
1d trafic 
to sud 





ors Will be appointed for the regions to fill the vacancies left 
‘ the retirement of Messrs. Caskie, Chandler and Hochstedler. 

But it has been determined by Coordinator Eastman to place 
on the traffic work. In announcing changes in his 











emphasis 
E trai re (see Traffic World, August 10) Mr. Eastman said that “the 
and how Coordinator's assistant, C. E. Bell, will be given more help in 
re the following UD the opportunities for increasing railroad revenue 
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in connection with various accessorial services (one of the speci- 
fied purposes of the emergency act), including port terminal 
harges and practices.” 

That language is admitted to mean that in a relatively short 
time Mr. Bell will have at work an organization of considerable 
size on the task of making plans by means of which the railroads 
will save revenue through the elimination of accessorial services, 
believed to be wasteful because no charges or inadequate charges 
are made for them. That staff will be concentrated largely in 
Washington, even if regional assistants are appointed. The 
nature of the work, it is believed, implies a probability that Mr. 
Hochstedler will have assistants in his office in Chicago to help 
him with his task as principal assistant to Mr. Bell. L. R. Martin 
is one such appointment that has been made. 

Mr, Bell and his regional traffic assistants, according to the 
statement made by Coordinator Eastman, have already done 
much of the necessary pioneering and ploughing of the ground. 
But, according to Coordinator Eastman, Mr. Bell has been handi- 
capped by lack of adequate assistance in running down the many 
details involved in the making of plans in respect of accessorial 
services and port terminal charges and practices, The idea is 










































recat wigthat by reason of an enlarged staff, Mr. Bell well be able to 
ay wereM™m Dring work on which he has been engaged for many months to a 
weg, conclusion so that the Coordinator will be in position to have the 
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RAIL PENSION LEGISLATION 


The Trafic World Washington Burcau 


Congress cannot, constitutionally, make use of the taxing 
power to tax railroads and employes and not likewise tax em- 
ployes and employes in other industries, any more than it can, 
constitutionally, tax all men with blue eyes and exempt from 
taxation all men with brown eyes, according to views expressed 
by R. V. Fletcher, general counsel of the Association of Amer- 
ican Railroads, August 15, before the House committee on ways 
and means in opposition to enactment of H. R. 8652, the Crosser 
bill imposing a tax of 4 per cent on railroad pay rolls and a 
tax of 2 per cent on compensation of railroad employes, to be 
paid into the Treasury of the United States. This bill is part 
of the legislative proposal to provide pensions for railroad em- 
ployes in such a way as to “get by” the Supreme Court of the 
United States, the bill providing for the retirement of employes, 
H. R. 8651, as amended, having been favorably ‘reported to the 
House by the committee on interstate and foreign commerce. 

The Senate interstate commerce committee, August 15, or- 
dered favorably reported for passage S. 3151, the Senate meas- 
we providing for pensions for railroad employes. 

Representative Crosser, of Ohio, made a ‘statement in sup- 
bort of the taxing bill before the House ways and means com- 
mittee. He said he had prepared an amendment that would 
- the railroads and their employes from the social security 







“This is a revenue bill,” said Mr. Crosser, who added he 
Was not arguing the question of pensions. 

The taxes provided for in the bill were to be levied with- 
7 reference to the use to which the money was to be put, said 


‘I am discussing the question of taxation,” said he at an- 
other time when reference was made to pensions for railroad 
employes. 

_ Mr. Fletcher, both from a legal and from a financial stand- 
bolnt, argued against enactment of the taxing bill along the 
a of arguments made recently by him before the interstate 
Merce committees in the hearings on the pension bills. 
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It was inconceivable, said he, that Congress would pass the 
taxing bill and not the pension bill. He argued that the con- 
tents of the taxing bill showed clearly that the measure was 
not a revenue bill. One point he made in that connection was 
that if the bill were truly a revenue bill, salary or wage pay- 
ments in excess of $300 a month would not be exempted from 
the tax base. That exemption, said he, was provided for to 
make the bill fit into the entire scheme provided for in the 
two bills taken together. He said in effect that what had been 
done was to split the act found unconstituional by the Supreme 
Court into two parts in an attempt to obtain valid legislation. 

If the taxing bill stood alone, said he, there was no ques- 
tion it could not stand constitutionally, the contention in that 
connection being that a cerain class of employers and employes 
could not be singled out for tax purposes. 

At a time when the railroads were engaged in a desperate 
struggle to survive, asked Mr. Fletcher, why was it proposed 
to tax the railroads and not tax their competitors—the high- 
way and waterway carriers. Rationally, he contended, the other 
carriers and their employes should be included. He said in 
answer to a question, however, that inclusion of the others 
would not make the proposed act constitutional. 

The social security act, said Mr. Fletcher, applied alike to 
all, and he added he knew of no railroad officer who had raised 
his voice against that act. He said the railroads were willing 
to be treated as other industries were treated. 

In his reference to water carriers Mr. Fletcher referred 
to the fact that the Federal Barge Lines had lost $920,000 in 
1934. He also submitted statistics showing the taxes paid by the 
railroads. 

Under the social security act, said he, the cost to the rail- 
roads, for old age pensions, will rise from $16,000,000 in 1937 
to $48,900,000 in 1949, and by 1949 the cost to them of the un- 
employment provisions of that law will reach $49,500,000, a 
total of $98,400,000 a year. 

The pension and tax bills, said he, would cost all the rail- 
roads $72,000,000 the first year and the cost would mount rapidly 
after that. All but two class I roads, said he, the Southern 
and the Milwaukee, now had pension systems in some form. 
He said that to continue the existing pensions under these sys- 
tems would be an additional burden. He said that the Class I 
railroads had failed by $32,000,000 to earn their fixed charges 
in 1934. 

Dr. Julius H. Parmelee, director of the Bureau of Railway 
Economics, submitted statements relating to the cost of the 
proposed pension system. 

C. A. Miller, general counsel of the American Short Line 
Railroad Association, appeared in opposition to the bill. 

Representative Crosser, in the House, August 14, read a let- 
ter from Timothy Shea, E. J. Manion and V. S. Gauthier, for 
the railroad unions, urging action on the pension bills. They 
said President Roosevelt and an overwhelming majority of the 
members of both houses were in favor of passing the bills. They 
said they were concerned about the bills, fearing adjournment 
of Congress would be voted before they could be passed. 

It was revealed that a petition was being circulated among 
members of Congress pledging them to oppose adjournment 
until the pension bills had been passed. 


CASKIE APPOINTED COMMISSIONER 


The Trafic World Washington Bureau 


President Roosevelt has nominated Marion M. Caskie to fill 
the vacancy on the Commission created by the expiration of 
Commissioner Farrell’s term of office. Until recently, Mr. Caskie 
was southern traffic assistant on the staff of Coordinator East- 
man who, it is understood, recommended him for appointment 
as a member of the Commission. Mr. Caskie two months ago 
resigned from the staff of the Coordinator to become connected 
with the Waterman Steamship interests. 

“Mr. Caskie was born in Virginia in 1890. He was educated 
at the Fort Union Military Academy and was in the service of 
the Southern Railway, 1906 to 1910. He was in private practice 
in interstate commerce work from 1910 to 1917. He served as 
general manager, transportation bureau, Montgomery, Ala., 
Chamber of Commerce, and also as traffic manager, Alabama 
Farm Bureau Federation, and other associations from 1917 to 
1929. He served as executive secretary of the Southern Traffic 
League from 1920 to 1930, and served as president and chair- 
man of its board several terms, also as regional vice-president 
of the National Industrial Traffic League. Then he became as- 
sistant to the vice-president of the Reynolds Metal Company 
and assistant to the president of Stokely Brothers Company in 
charge of transportation in 1930 and 1931. He served as gen- 
eral manager of the State of Alabama Ocean and Rail Terminal 
at Mobile and general manager of the Terminal Railway, Ala- 
bama State Docks, from 1931 to 1933, when he became a mem- 
ber of Coordinator Eastman’s staff. In addition he served on 
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CHEDULE your material needs in relation 
to production. Then let the Erie lay the materials on your 


floor just as they are needed for the production line. 


Make your commitments whenever you like, but take 


deliveries the Erie way and you eliminate storage, double 


handling, money tied up in inventory. You are bound to 
save, and you can count on the Erie because speed and 


dependability are traditional with every man on the line. 


Hundreds of manufacturers are now using this idea. Erie 
will be glad to work out schedules for your delivery require- 
ments, and demonstrate how its service saves. Call your 


Erie representative today. 
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the railroad committee of the Chamber of Commerce of the 
United States and the traffic committee of the Mississippi Val- 
ley Association. In the war period he was director of transporta- 
tion, Federal Food Administration fer Alabama. He became traf- 
fic assistant on the Coordinator’s staff July 14, 1933. 

C. F. Reynolds, traffic manager of the port of San Diego, 
Calif., has been recommended by the San Diego Chamber of 
Commerce and San Diego Harbor Commission for appointment 
by President Roosevelt to the Interstate Commerce Commission 
to fill the vacancy that exists. 

In connection with the recommendation it is pointed out 
that Mr. Reynolds has had approximately twenty years of 
transportation experience, the last ten of which have been in 
the field of regulation. It is set forth that he has handled many 
cases before the Shipping Board Bureau, the Interstate Com- 
merce Commission, California Railroad Commission, Arizona Cor- 
poration Commission, army engineers in charge of river and 
harbor work, and others. He is a member of the Association 
of Practitioners before the I. C. C., a member of the Shippers’ 
Advisory Committee of the Coordinator’s organization, member 
of the foreign trade committee of the California State Chamber 
of Commerce, and member of the Inter-American Commercial 
Arbitration Commission. 


ACTION BY NORTHWEST SHIPPERS 


The Northwest Shippers’ Advisory Board at its forty-sixth 
formal meeting at Duluth, July 30, 1935, reiterated its resolution 
of January 29 urging the elimination of the long and short haul 
clause from the fourth section of the interstate commerce act. 

The board also adopted the following resolution on co- 
ordination of transportation: 


Whereas, efficient and low-cost transportation is an essential 
public necessity; and 

Whereas, the greater part of the nation’s transportation require- 
ments depends upon railroads; and 

Whereas, the railroads have been developed through large outlays 
of private capital; which investment was for the most part made 
prudently, and in good faith, at a time when it appeared that the 
business of the nation and its subsequent growth would continue to 
be wholly dependent upon adequate railroad facilities; and 

Whereas, the charges for railway transportation, under any sound 
economy, are lower as the use of such facilities approaches maxi- 
mum capacity, and the charges are higher as the use recedes from 
such maximum capacity; and 

Whereas, other forms of transportation have been developed in 
recent years which are diverting large volumes of traffic from the 
railways through offering lower rates which are made possible by 
direct and indirect subsidies which come from taxpayers, and by 
=o inequalities with respect to taxation and regulation; 
an 

Whereas, this governmental policy results in higher railway rates 
for shippers, industries and communities that are mainly dependent 
upon railway transportation; in less adequate service; and in increas- 
ing abandonment of railway service altogether; and 

Whereas, subsidies and favoritism encourage the development of 
transportation facilities along lines that are not economically justified, 
resulting in wasteful competition, duplication of investment, and in- 
creased tax burdens; and 

Whereas, the Northwest Shippers’ Advisory Board has gone def- 
initely on record as 

1. Opposed to government ownership of railroads; 

2. Proposing elimination of long and short haul 
fourth section of interstate commerce act; 

3. Proposing federal regulation of motor trucks and busses op- 
erating in interstate commerce; 

4. Proposing regulation by Interstate Commerce Commission of 
intercoastal commerce via the Panama Canal; 

Now, therefore, be it resolved that we, the Northwest Shippers’ 
Advisory Board, respectfully urge our government to bring to a 
speedy termination the present chaotic and uneconomic situation 
and to develop a sound plant for coordinated transportation under 
which all forms of transportation shall have equal opportunity ac- 
cording to their worth, to the end that the commerce of this nation 
may be moved with the greatest efficiency and at the lowest possible 
charge to the public. 


clause from 


RAIL RETIREMENT BOARD 


The Railroad Retirement Board, which was created by the 
railroad pension act declared invalid by the Supreme Court of 
the United States, has been temporarily revived by Congress so 
that it may wind up its affairs. An appropriation of $35,000 for 
this purpose has been made, 





FOURTH SECTION AMENDMENT 


The House committee on rules was expected to act August 
13 on the request for a rule to bring the Pettengill long-and-short 
haul bill before the House for consideration but it did not because 
it was busy in its investigation of lobbying in connection with 
the utilities holding company legislation. 


ANNUAL REPORTS OF COMMISSION 


The President has signed the bill providing for the filing 
of the annual report of the Commission with Congress in Jan- 
uary instead of in December. This change was made because 
Congress now convenes in January instead of in December as 
it did before the so-called “lame-duck” amendment to the Con- 
stitution was adopted. 
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Statistics of operating revenues and expenses of Class | 
steam railroads, compiled by the Commission’s Bureau of Sta. 
tistics, for June and the six months ended with June, folloy. 


June 


Average number of miles operated 

Kevenues: 
Freight 
Passenger 
Mail 
Le eee Pp eo ee 
All other transportation 
Incidental 
Joint facility—Cr. 
Joint facility—Dr. 


Railway operating revenues 
Expenses: 
Maintenance of way and structures 
Maintenance of equipmentt 
Taflic 
Transportation 
Miscellaneous operations 
General 


ee 


Transportation for investment—Cr. . 


..$ 216,464,100 
Net revenue from railway operations .. 


Railway operating expenses 


Railway tax accruals 
Uncollectible railway revenues 


eee eeee 


Railway operating income 
Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 


Net railway operating income ... 


Ratio of expenses to revenues (per cen 
tIncludes: 
Depreciation 
Retirements 
Maintenance of equipment before depr 
ciation and retirements 


1935 
ae 237,801 


.-$ 225,183,255 


on 31,052,523* 


ee 7,395,281 
wi 4,381,406 
oe 6,549,392 
oe 6,144,937 
és 822,454 
_ 193,334 


--$ 281,335,914 


-$ 37,038,903 
me 56,047,586 
os 8,256,748 
«+» 101,311,621 
oe 2,507,954 
ee 11,598,768 
297,480 


:$ 64,871,814 
. 20,586,314 
me 83,774 
..$ 44,201,726 
..$ 7,008,088 
a 3,168,947 

$ 34,024,691 
t) 76.94 
..$ 15,992,837 
i 157,628 
e- 

..$ 39,897,121 


Net railway operating income before de- 


preciation and retirements 





--$ 50,175,156 


1934 
239,020 


$ 225,709,029 
31,554, 608; 
7,331,210 
4,958,073 

6,644 295 
5,996,262 
805, 806 

219,714 


SL 
$ 282,779,494 


$ 35,612,345 
09,449, 80] 
7,666,462 
95,237,751 
2,252,979 
12,382,300 
288,390 

$ 208,313,248 

$ 74,466,246 
21,166,429 
103,020 

$ 53,196,797 

$ 8,020,504 
3,138,535 

$ 42,037,758 

73.67 


$ 15,452,218 

446,743 
$ 39,550,840 
$ 57,936,719 


*Includes $759,556 sleeping and parlor car surcharge. 
tIncludes $957,365 sleeping and parlor car surcharge. 


Six Months 


Average number of miles operated 

Revenues: 
Freight 
Passenger 
Mail 
Express 
All other transportation 
Incidental 
Joint facility—Cr. 
Joint facility—Dr. 


eee eee ee eee ee ee 
ee 


Railway operating revenues .. 
Expenses: 


1935 
237,977 


. .$1,317,120,008 


-- 170,797,782* 


oe 45,074,754 
oe 28,231,021 
os 38,445,634 
os 32,422,406 
oe 4,750,621 
oe 1,247,907 


. .$1,635,594,319 


Maintenance of way and structures.$ 183,505,347 


Maintenance of equipmentt 
Traffic 
Transportation 
Miscellaneous operations 
General 


eo 


Transportation for investment—Cr. . 


Railway operating expenses ... 
Net revenue from railway operations 
Railway tax accruals 
Uncollectible railway revenues 


Railway operating income 
Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 


eeeeeee 


Net railway operating income 
Ratio of expenses to revenues (per cen 


tIncludes: 
Depreciation 
Retirements 


eee eee ee ee ee ee | 


-» 833,443,620 
ws 46,992,344 
-» 612,180,972 
ee 14,701,802 
oe 70,028,070 
1,389,488 


- $1,259, 462,667 

--$ 376,131,652 
-- 122,037,560 
oe 473,048 


.-$ 253,621,044 
--$ 40,891,129 
oe 17,917,256 


--$ 194,812,659 
t) 77.00 


--$ 95,709,630 
- 745,780 


Maintenance of equipment before depre- 


ciation and retirements 


.-$ 236,988,210 


Net railway operating income before de- 


preciation and retirements 


*Includes $4,559,093 sleeping and parlor car surcharge. 


-- 291,268,069 


1934 
239,216 


$1,320,071,391 
165,191,014 
44,997,875 

28, 946,951 
37,025,035 
30,381,262 
4,418,562 
1,134,989 


$1,629,897,10) 


$ 179,606,534 
328,157,803 
44,159,982 
575,410,639 
12,880,872 
73,268,725 
1,197,442 

$ 1,212,287,063 

$ '417,610,038 
126,751,756 

588,958 

$ 290,269,324 
45,298,105 
18,104,193 


$ 226,867,026 
74.38 


93,088,724 
2'226,169 


$ 232,842,910 
22,181,919 


*Includes $4,559,093 sleeping and parlor car surcharge. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended August 3 totaled 
597,083 cars (see Traffic World, Aug. 10), according to the Asso 


ciation of American railroads. 


(See also page 288.) 


The Eastern and Allegheny districts reported increases com- 
pared with the corresponding week last year, in the number of 
cars loaded with revenue freight for the week of August 3, but 
the Pocahontas, Southern, Northwestern, Central Western and 
All districts also reported 
reductions compared with the corresponding week in 1933, except 
the Northwestern, Central Western and the Southwestern which 


Southwestern reported decreases. 


reported increases. 
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Loading of revenue freight in 1935 compared with the two 
previous years follows: 





22851 alii: 1.28805 
: 5 MELE Ce ee ,170, '. y é ‘ 
i in February ............... 2;325,601 2;314,475 1,970,566 
pon ing - pererrrresrrsee 3,014,609 3,067,612 2,354,521 
CM BOTE .0.0ccecrcesescosers 2,303,103 2,340,460 2,025,564 
‘reeks in May 2,327,120 2,446,365 2,143,194 
weeks in June 3,084,630 2,926,247 
4 weeks in July 2,351,015 2,498,390 
Sirah Of ANGUS So... . esse esec ees 597,083 612,660 620,482 
ees ea ea ee ee ee 18,001,877 18,400,298 16,463,172 


Total 
Revenue freight loading by districts the week ended August 
g and for the corresponding period of 1934 was reported as 


ollows: 
Eastern district: Grain and grain products, 8,031 and 7,008; live 


stock, 900 and 1,240; coal, 21,716 and 22,737; coke, 1,252 and 1,315; for- 
sst products, 1,954 and 1,249; ore, 3,211 and 3,133; merchandise, L. C. 
L., 42,550 and 42,823; miscellaneous, 53,993 and 50,761; total, 1935, 


133,607; 1934, 130,266; 1933, 138,059. He 

"Allegheny district: Grain and grain products, 4,979 and 3,709; live 
stock, 773 and 1,155; coal, 22,688 and 27,565; coke, 1,954 and 1,862; 
forest products, 989 and 1,233; ore, 6,246 and 5,425; merchandise, L. 
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C. L., 29,482 and 29,007; miscellaneous, 46,537 and 42,658; total, 1935, 
113,648; 1934, 112,614; 1933, 129,245. 

Pocahontas district: Grain and grain products, 410 and 379; live 
stock, 224 and 162; coal, 26,224 and 27,159; coke, 434 and 391; forest 
products, 632 and 495; ore, 251 and 53; merchandise, L. C. L., 5,189 
and 5,146; miscellaneous, 5,508 and 5,312; total, 1935, 38,872; 1934, 
39,097; 1933, 49,277. 

Southern district: Grain and grain products, 2,798 and 4,169; live 
stock, 961 and 822: coal, 11,773 and 11,970; coke, 257 and 248; forest 
products, 8,127 and 6,047; ore, 323 and 688; merchandise, L. C. L., 
26,406 and 27,677; miscellaneous, 29,930 and 30,952; total, 1935, 80,575; 
1934, 82,573; 1933, 83,813. 

Northwestern district: Grain and grain products, 8,095 and 11,946; 
live stock, 2,032 and 9,411; coal, 2,680 and 3,167; coke, 960 and 647; 
forest products, 8,180 and 5,665; ore, 21,120 and 19,459; merchandise, 
L. Cc. L., 19,318 and 19,595; miscellaneous, 27,990 and 27,078; total, 
1935, 90,375; 1934, 96,968; 1933, 89,873. 

Central Western district: Grain and grain products, 12,833 and 
12,134; live stock, 3,305 and 10,565; coal, 4,620 and 5,204; coke, 202 and 
188; forest products, 5,882 and 4,067; ore, 1,547 and 1,104; merchandise, 
L. C. L., 23,717 and 23,237; miscellaneous, 39,885 and 43,326; total, 
1935, 91,931; 1934, 99,825; 19338, 84,218. 

Southwestern district: Grain and grain products, 4,584 and 3,490; 
live stock, 1,333 and 4,391; coal, 2,291 and 2,385; coke, 118 and 84; for- 
est products, 3,554 and 2,753; ore, 306 and 308; merchandise, L. C. L., 
12,256 and 12,433; miscellaneous, 23,633 and 25,473; total, 1935, 48,075; 
1934, 51,317; 1933, 45,997. 


Revenue Freight Car Loading—Week Ended Saturday, August 3 


Grain and Live 
grain prod. stock €oal 
1935 41,730 9,528 91,992 
Total all roads ........--. cceee 4 1934 42,835 27,746 100,187 
1933 29,657 15,048 116,800 
Preceding week July 27.......... 1935 33,351 9,672 102,934 
Per cent increase Over .........- 1934 
Per cent decrease under ........1934 2.6 65.7 8.2 
Per cent increase over .......... 1933 40.7 
Per cent decrease under ...... + «1933 36.7 21.2 
{ 1935 831,882 368,494 3,611,480 
Cumulative 31 weeks to Aug. 3. { 1934 992,095 522,240 3,659,803 
1933 1,041,658 483,688 3,083,071 
Per cent increase over ...... ooeckeen 
Per cent decrease under ..,......1934 16.1 29.4 1.3 
Per cent increase over .......... 1933 17.1 
Per cent decrease under ........ -1933 20.1 23.8 





Per cent to 15-year average 66.5. 





Forest Mase. 
Coke products Ore L. C. L. Miscellaneous Total 

5,177 29,258 33,004 158,918 227,476 597,083 
4,735 21,509 30,170 159,918 225,560 612,660 
6,788 27,934 31,563 173,332 219,360 620,482 
4,581 28,668 34,013 156,337 226,906 596,462 

9.3 36.0 9.4 8 
6 2.5 

4.7 4.6 3.7 
23.7 8.3 3.8 
199,156 769,376 502,987 4,799,687 6,918,815 18,001,877 
223,032 704,971 476,145 4,956,714 6,865,298 18,400,298 
156,347 seas 267,512 4,988,146 5,835,680 16,463,172 

. 5.6 é 

10.7 3.2 2.2 
27.4 26.7 88.0 as 18.6 9.3 
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Ocean Shipping News 


SHIP SUBSIDY LEGISLATION 


The Trafic World Washington Bureau 


“When is a report not a report?” was the question asked 
at the Capitol August 10 when efforts to obtain a copy of the 
report of the Senate commerce committee on the ship subsidy- 
regulation bill, introduced previously by Senator Copeland, chair- 
man of the committee, proved unsuccessful. 

The committee made a report to the Senate on the bill— 
at least so the usually truthful Congressional Record said on 
page 13235 of the issue of July 9: 





Mr. Copeland, from the committee on commerce, to which was re- 
ferred the bill (H. R. 8555) to develop a strong American merchant 
marine, to promote the commerce of the United States, to aid national 
defense, and for other purposes, reported it with an amendment and 
Submitted a report (No. 1226) thereon. 


The clerk of the commerce committee said August 10, how- 
ever, that the report would not be ready until the latter part 
of the following week. Even the text of the bill said to have 
been reported was not available. Senator Copeland submitted 
What some called a “dummy” report. It struck out all the 
Bland bill, H. R. 8555, as that measure was recently passed by 
the House, and left a blank space to be filled in with the sub- 
stitute measure approved or to be approved by the Senate com- 
merce committee. 

Though the commerce committee was said to have approved 
a revision of the bill (S. 3376) Senator Copeland introduced “by 
Tequest” for the administration committee that drafted it, it 
was also said other changes might yet be made in the meas- 
ure, Senaor Copeland said S. 3376 had been approved by his 
committee without any changes in the major features. Changes 
la the nature of refinements and alterations of verbiage, 

e, 

According to Senator Murphy, of Iowa, a member of the 
committee, the committee authorized Chairman Copeland to 
make what he said was a “star” report—a report that left the 
door open to the committee to adopt further amendments at 
any time preceding actual consideration of the measure by the 
sate. Senator Murphy said the measure was to be considered 
urther at another meeting of the committee. 








For the benefit of those who could not obtain any enlighten- 
ment as to such “goings on,” it was stated that what had taken 
place was simply that Chairman Copeland, to be a little fore- 
handed and in the interest of getting the revised bill and report 
thereon through the government printing office promptly when 
the bill and report were ready for printing, had reported a bill 
and submitted a report thereon—though he had neither in hand 
—to obtain the necessary numbers to go with the bill and report. 
In other words, it was explained, when the bill and report were 
ready for printing, they might now be rushed through without 
waiting for the necessary numbering. 

Whether or not repeated requests for copies of the revised 
subsidy-regulation bill and the report thereon had anything to do 
with it or not, the Senate commerce committee produced the bill 
and report earlier this week than it had anticipated it would. 
Copies of the documents, sought since Chairman Copeland made 
his so-called “dummy” report to the Senate last week, were 
made available August 13. Chairman Copeland said he did not 
expect any change to be made in the reported bill by the com- 
mittee. He thought the bill might be brought up for considera- 
tion after the tax bill had been disposed of. 

The American Steamship Owners’ Association requested 
Chairman Copeland for a hearing on the bill on which the com- 
mittee acted but the chairman said the matter would not be 
reopened for hearing. Though the steamship owners indicated 
approval of the bill in general they took the position that there 
were provisions that should be redrafted. In its report the 
committee said: 


The committee on commerce, to whom was referred the bill (H. R. 
8555) to develop a strong American merchant marine, to promote 
the commerce of the United States, to aid national defense, and for 
other purposes, having considered the same, report thereon with 
an amendment and as so amended recommend that the bill do pass. 

The committee has amended the House bill by striking out all 
after its enacting clause and by substituting therefor the matter 
appearing in italics. It should be noted, however, that there is in- 


cluded in the Senate amendment the substance of the House bill. 
Title I, the declaration of policy of both bill and amendment are 
substantially the same, except that the House reference to govern- 
ment regulation is omitted from the amendment. 
Section 201 of the House bill sets up a Maritime Authority of five 
members, 
years, 


to be regionally appointed and to serve for terms of 7 
The amendment reduces the number of members to three, 
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increases the term of office to 12 years, and eliminates the regional 
appointment requirement, The Senate amendment requires that no 
member shal] have been within 3 years in the employment of or 
have held any relation to any carrier by water or cognate enter- 
prise. The amendment makes qualified government employes other 
than those of Shipping Board and those under civil service, eligible 
for employment by the Authority. : 

The studies to be undertaken by the Authority are somewhat 
amplified by the amendment. ; 

The House sections 301, 302 and 303, dealing with the adjustment 
of the present ocean-mail contracts, are considerably modified by the 
Senate amendment. A principal difference is the Senate provision 
that none of the mail contracts shall be continued in effect more than 
60 days unless the holder applies within that time for the benefits of 
this act. 

Title IV, dealing with new construction, is somewhat modified and 
the House provision that obsolete vessels acquired by the Authority 
are to be placed in the custody of the Secretary of Commerce deleted. 

The substance of the House part I of title V, dealing with con- 
struction differential subsidy, is materially changed in the Senate 
amendment. The House provisions are based on continuance of the 
present construction loan fund, and the Senate provisions on the 
abolition of that fund. Under the plan proposed in the Senate amend- 
ment the government will have ships constructed for the shipowner 
and sell them to him at the foreign cost, taking a mortgage for the 
balance due after the first payment, which is made very small in the 
cases which may be termed ‘‘emergency replacement,’ defined in sec- 
tion 503. An alternate plan is provided whereby the shipowner may 
have his own vessel constructed, the Authority to pay the construc- 
tion differential to the shipbuilder; also the Reconstruction Finance 
Corporation is authorized to purchase the obligations of the ship- 
owner representing not more than 75 per cent of the foreign cost of 
the vessel. 

In either plan, the construction subsidy cannot exceed 33% per 
cent of the total cost of the ship, except when the Authority possesses 
conclusive evidence that the actual differential is greater, and then 
the allowance cannot exceed 40 per cent of the cost. Shipbuilder’s 
profits in excess of 10 per cent of the contract price are recaptured by 
the government, and if no acceptable bids are received by the Au- 
thority, it is authorized to have the vessel constructed in a United 
States navy yard. 

The Reconstruction Finance Corporation is also authorized to 
make loans to shipowners for necessary corporate purposes including 
the construction and reconditioning of vessels. 

The Senate amendment prohibits any affiliation or interlocking 
interest between shipowner and shipbuilder, provides further ship- 
builder limitations, and delays construction differential contracts for 
a period of 1 year except as to new construction already contracted 
or committed. 

The amendment’s part II of title V (dealing with operating differ- 
ential subsidy) differs from the House bill principally in the method 
of determining such subsidy and the inclusion of a provision for appeal 
to the courts for a review of the Authority’s findings of fact when 
the amount of subsidy is readjusted from time to time. 

The Senate amendment requires the recapture by the government 
of contract holder’s profits exceeding 6 per cent per annum over a 5- 
year period after provision for suitable reserves. Such recapture, 
however, is limited to the amount of subsidy paid by the government, 
and when in any year the contractor’s profit shall be less than 6 per 
cent, the Authority may permit the contractor to draw on the fund to 
increase his profits to 6 per cent. It should be noted that this pro- 
cedure in no way guarantees the shipowner a profit, since such with- 
drawals, if any, must be from his own previous profits, impounded 
in preceding years. 

The limitations and restrictions placed on the shipowners in the 
House bill are considerably strengthened by the Senate amendment, 
and in addition to the audits and examinations to be made by the 
Authority, periodic audits by the Comptroller General are required. 

Title VI of the Senate amendment prohibits further construction 
loans under the provisions of section 11 of the merchant marine act 
1920, as amended. There is set up instead, a ‘“‘construction fund’’ to 
effectuate the purpose of title V as previously explained. 

Section 701 of title VII transfers the regulatory powers and duties 
now exercised by the Department of Commerce to the Maritime Au- 
thority with the proviso that the President, after 2 years, may transfer 
them, in so far as they relate to coastwise and intercoastal commerce, 
to the Interstate Commerce Commission. 

The principal difference in the Senate’s Title VIII American Sea- 
men, is that section 804 of the House bill has been omitted. This 
section, aS passed by the House, requires considerable clarification. 

Section 901 of the House bill, dealing with administration of cer- 
tain matters by the Secretary of Commerce at the request of the 
Authority, is omitted in the amendment. 

Title X of the amendment, dealing with limitation of shipowners’ 
liability, differs considerably from the corresponding title of the House 
bill and is more nearly comparable with the present British law. 

Section 1104 of the House bill, which deals with the requisition of 
vessels, is amplified by the Senate amendment to contain the principle 
of establishing by ccntractual relations with the owner of the vessel 
at the time that government aid is granted, the terms and conditions 
under which such vessel may ke requisitioned by the Government in a 
national emergency. 

Section 1109 of the House bill has been omitted. This section per- 
mits the Authority to use any funds not specifically designated for 
other purpose to give aid in such manner as it deems advisable to 
holders of contracts in meeting unfair foreign competition. 


Following the reporting of the revised subsidy bill, the 
Senate commerce committee did make some changes in it. The 
committee struck out Title III of the bill as reported, dealing 
with ocean mail contracts, and substituted therefor the pro- 
visions of Title III of the Copeland bill (S. 2582) as reported 
to the Senate May 24. Under the Copeland bill provision the 
Maritime Authority would have authority to adjust the con- 
tracts, continue them in effect or cancel or modify them. The 
committee also struck out subsection (e) of section 522 of 
H. R. 8555 as revised by it, which prohibited payment of sub- 
sidy for operations in the coastwise or intercoastal trades, 
except as otherwise provided in the bill, and for operations in 
the semi-protected trade, except where substantial foreign com- 
petition existed, and defined what was to be considered semi- 
protected trade. 
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The full cargo freight market continued rather du last 
week, with rates showing a tendency to ease off due to an ample 
supply of tonnage for prompt loading. The principal feature ot 
the week’s business was an increased demand for tonnage ;, 
move export coal, a number of fixtures having been Consum. 
mated. Expectations that short term credit negotiations could 
be arranged here to finance Italian purchases of raw cotton indi. 
cated that a demand for tonnage to move cotton from the Gy} 
to Italy might materialize in the near future. 

One grain fixture developed, that of a steamer of 3,132 no 
tons from Montreal to picked ports in the U. K. done on the 
basis of 1s 6d for prompt loading. 

Trans-Atlantic sugar cargoes included a vessel of 4, 
net tons from Cuba to U. K.-Continent at 12s, for August loading 
and two other vessels of 3,007 and 3,174 net tons from Cuba ty 
U, K.-Continent on the same basis for first half September ayq 
August loading, respectively. 

The list of West Indies and Canadian time charters was 
limited but several longer voyage charters were arranged, not. 
ably two for the East Coast of South America trade and 4 
steamer of 6,500 tons for a round trip from the North Atlantic 
to Italian Somaliland for spot loading at 85 cents. Another 6,509. 
ton vessel was engaged for a period in the North Atlantie. 
Mediterranean trade, also at 85 cents for August. 

A number of fixtures of scrap iron cargoes developed, among 
them a steamer of 3,288 net tons from Baltimore to Civita 
Vecchia, done at $3.90 gross form with option for U. K. at 10s 
6d f. d. for August; a 2,450 net ton motorship from the Gulf to 
Japan at about 11s f. i. o. for August-September loading, and a 
steamer of 2,859 net tons from the North Atlantic to Genoa at 
$3.80 for one or $3.90 for two loading ports. 

The coal cargoes included a vessel of 3,007 net tons from 
Hampton Roads to Trinidad at $1.45 for prompt loading and a 
2,470 net ton vessel from Hampton Roads to Rio de Janeiro, 
done at 7s 6d with option for Montevideo at 8s or Rosario at 8s 6d 
for loading the end of August. 

An unusual fixture reported was that of a small steamer, 
773 net tons, from the Great Lakes to Leningrad on a lump sum 
basis of about $6,500 f. i, o. for September loading. 

An intercoastal lumber fixture developed, a motorship of 
2,785 net tons from British Columbia to U. S. North Atlantic, done 
on private terms for prompt loading. Also from the Pacific Coast 
was a steamer of 3,332 net tons for a grain cargo from Van- 
couver to Hull on the basis of 14s for August, and two vessels of 
about 2,700 net, fixed from California to London and/or Hull with 
barley and general cargo for September and October loading, 
respectively. ‘i 

Present rates on lumber have been extended for three 
months beyond September by the Pacific Coast European Con- 
ference and will apply for shipment through December, seaboard 
clearance. The basic rate on lumber is 47s 6d per thousand 
board feet. 

The Port of New York Authority has set September 10 as 
the date for a public hearing in the auditorium of the Port Au- 
thority Commerce Building, New York, on the proposed union 
railroad freight tunnel under New York Harbor from Jersey City 
to Brooklyn. The purpose of the hearing, as stated in the an- 
nouncement, is to develop “facts, data, opinions and information 
which may be of aid in determining the exact location, system, 
character of and other matters relating to the tunnel as described 
in the statutory comprehensive plan.” 

An underwater freight crossing between Long Island and 
New Jersey was authorized in the statutory plan for the develop- 
ment of the Port of New York as enacted by the states of New 
York and New Jersey several years ago. General factual studies 
have been made, but the Port Authority has stated on various 
occasions that the actual construction and financing of the 
facility was dependent upon the securing of responsible and 
satisfactory railroad lessees. 

The intercoastal rate checking committee has agreed to 
increase both eastbound and westbound canned goods rates from 
46% cents to 51% cents a hundred pounds, effective October 3. 


WATER CARRIER AGREEMENTS 


The following agreements have been approved by the De- 
partment of Commerce under section 15 of the shipping act, 
1916, as amended: 


Conference Agreement No. 131-60, between American Main Line, 
Ltd., Dollar Steamship Lines, Inc., Ltd., The Oceanic Steamship Co., 
Matson Navigation Co. et al., supplements agreement of the Trans- 
Pacific Passenger Conference (Conference Agreement No. 131, as 
amended), by recording the grouping of member lines as major or 
minor companies. 
Agreement No. 


2743-6, between Colombian Steamship Co., Inc. 
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August 17, 1935 


; Line), Grace Line Inc., Panama Rail Road Co., United Fruit 
am al. modifies agreement of the Atlantic and Gulf-West Coast 
Co. ntral America and Mexico Conference (agreement No. 2743, 
of Ce to provide for exceptions to the general rule of the 

ce that rates shall be 10 per cent lower on cargo transhipped 


gs amended), 
; n pe 
aa“ anal Zone and deletes from the agreement provision per- 


at - al ‘member lines to accept payment of freight rates and other 
orn jn currency other than that of the United States. 
charee” between Colombian Steamship Co., Inc. 


ment No. 2744-5, 
gr e), Grace Line, Inc., Panama Rail Road Co., United Fruit 


Lin 
(Grace modifies agreement of the Atlantic and Gulf-West Coast of 


‘ al., 
Co. America Conference (agreement No. 2744, as amended) to pro- 
Sol exceptions to the general rule of the conference that rates 


i r - a A 
vo! be 10 per cent lower on cargo transshipped at the Canal Zone 
yes letes from the agreement provision permitting member lines 


‘ e - - 
and oot payment of freight rates and other charges in currency 
other than that of the United States. 


FLORIDA SHIP CANAL 


Answering a question as to whether provision would be 
made out of funds at his disposal for construction of the Florida 
ship canal, President Roosevelt, at his press conference August 
g, said it did not seem right to go into such an expensive project 
without specific authorization from Congress. But, he said, there 
was a proposal to deepen the channel between Jacksonville and 
Palatka, Fla., which would be in line with projects that had 
been authorized. The final check-up on the ship canal project, 
he said, showed that its completion would cost $146,000,000. 


CONTRACT RATE SUIT 


Swayne & Hoyt, Ltd. (Gulf Pacific Line), Gulf Pacific Mail 
Line, Ltd., and Luckenbach Gulf Steamship Co., Inc., have asked 
the Secretary of Commerce to postpone until December 3 the 
effective date of section 1 of the order in No. 126, intercoastal 
investigation, for the reason that the petitioners are about to 
file, in a federal district court, a suit to set aside the order. The 
petitioners assert that unless the effective date of the order is 
postponed for at least 60 days it will be impossible to obtain a 
fair and just trial of the issue before irreparable damage is 
done. The petitioners assert that they are advised that the ship- 
pers and the ports affected desire the continuation -of the contract 
rate system condemned in this case. In the light of that the 
petitioners say they feel it is their obligation to the shippers 
and ports which they serve to test the validity of the order in 
the courts. 








LOAD LINES FOR COASTWISE SHIPS 


Chairman Copeland, of the Senate commerce committee, 
has had printed an amendment intended to be proposed by him 
to S. 2002, providing for load lines for American vessels in the 
coastwise trade (see Traffic World, July 6, p. 29). The amend- 
ment would make the act apply to the Great Lakes and pro- 
vide “that no load line shall be established or marked on any 
vessel which load line gives a lesser freeboard and less buoyancy 
than the load line established by the International Treaty on 
Load Lines of September 30, 1930, and that the regulations 
established under this proviso shall have the force of law.” 


FEDERAL BOARD OF FOREIGN TRADE 


Senator Sheppard, of Texas, has introduced §S. 3393, a bill 
to create a Federal Board of Foreign Trade to coordinate the 
various agencies of the government dealing with foreign trade, 
including the Shipping Board Bureau of the Department of Com- 
merce. The Secretaries of State, Agriculture, and Commerce, the 
president of the Commodity Credit Corporation, and the direc- 
tor of the Export-Import Bank would constitute the board. 





REFUND ON INTERCOASTAL SHIPMENT 


In special docket No. 13 Secretary Roper has authorized the 
Luckenbach Steamship Co. to refund $130.78 to the Golco Sani- 
tary System, Inc., on account of unreasonable rates charged 
on bathroom ware from Philadelphia, Pa., to Los Angeles, Calif. 


PROPOSAL FOR LARGE SHIPS 


Commerce Department officials had nothing to say when a 
report was called to their attention that Paul W. Chapman, 
who headed the former United States Lines that purchased the 
Leviathan and other ships from the old Shipping Board, the 
vessels having been taken back later by the government and 
resold to the company now controlling the United States Lines, 
had proposed the construction of two huge cabin ships, faster 
and larger than the French liner Normandie, or the British liner 
Queen Mary now being completed. The construction of the 
Ships, it is understood, would have to be financed largely with 
government funds if they were built. The estimated cost was 
said to be $100,000,000. 

At his press conference late August 14 Secretary Roper, of 
the Department of Commerce, said Mr. Chapman had submitted 
to him plans for two large ships. He said congressional action 
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would be necessary if anything were done by the government 
with respect to the Chapman proposal. 








INTERCOASTAL CARGO CHARGES 


Reparation on account of assessment of assembling and 
distributing charges on intercoastal shipments are sought in 
No. 248, Republic Steel Corporation vs. American-Hawaiian 
Steamship Co. et al., and in No. 249, Fretz-Moon Tube Co., Inc., 
vs. Argonaut Steamship Line, Inc., et al. 


PORTS AND SECTION THREE 


President Roosevelt has signed S. 1633, the bill amend- 
ing section 3 of the interstate commerce act so as to permit 
ports and other named “localities” to complain to the Com- 
mission as to charges on traffic moving through them. 


IMPROVEMENT OF WATERWAYS 


An allotment of $30,000 for dredging in the Illinois River, 
Ill., in the vicinity of Joliet, has been announced by the War 
Department. 


TRANS PACIFIC AIR MAIL 


The Trafic World Washington Bureau 


The Post Office Department August 12 gave encouragement 
to air transportation across the Pacific Ocean when it announced 
that it would receive bids until 12 p, m., October 21, for carry- 
ing the mails by air from San Francisco, via Honolulu and 
Manila, to Canton and return. It is proposed to award a contract 
for ten years. Postmaster General Farley said a committee 
composed of the Secretary of State, Secretary of War, Attorney 
General, Postmaster General, Secretary of the Navy and Secre- 
tary of Commerce would examine all bids because the objective 
was to expedite the movement of the mails and to promote more 
friendly and better trade relations with far eastern countries. 

It is provided that the aircraft for beginning service shall 
include a passenger load but that the actual carrying of _pas- 
sengers will not be undertaken until authority is granted 
Department of Commerce. The maximum rates that may be 
paid by the Post Office Department for carrying the mails across 
the Pacific by air are two dollars a mile for the specified load 
and one dollar a pound a thousand miles in excess of the speci- 
fied load. The specified load of mails provided for is eight 
hundred pounds with provision for the carrying of any excess 
mails offered. 


AIR MAIL ACT SIGNED 


President Roosevelt has signed the act amending the air 
mail act of 1934, giving the Commission increased authority 
over compensation of air mail contract carriers. 


AIR CARRIER LEGISLATION 


The Senate interstate commerce committee August 15 or- 
dered a favorable report on the McCarran air carrier regula- 
tion bill, S. 3027, with amendments. It was stated that the 
bill was to be reintroduced with changes. (See Traffic World, 
Aug. 3, p. 195, and Aug. 10, p. 249.) 


AIR BUREAU’S TAILLESS AIRPLANE 


The Trafic World Washington Bureau 


The Waterman tailless airplane, constructed for the Bureau 
of Air Commerce, Department of Commerce, as one of the 
projects in the bureau’s private-owner aircraft development pro- 
gram, arrived at the Washington Airport August 12 after a 
transcontinental flight from Santa Monica, Calif. 

The airplane was flown to the capital by John H. Geisse, 
chief of the bureau’s development section, who was making his 
first transcontinental trip as a pilot. Secretary of Commerce 
Daniel C. Roper; Assistant Secretary of Commerce J, M. John- 
son; Director of Air Commerce Eugene L. Vidal, and other 
Commerce Department officials witnessed the arrival of the 
new craft at the airport, and extended their congratulations 
to the pilot. 

Mr. Geisse left Santa Monica August 2, and flew by easy 
stages to Tuscon, Ariz., El Paso, Tex., Fort Worth, Tex., Shreve- 
port, La., Atlanta, Ga., Winston-Salem, N. C., Quantico, Va., and 
thence to Washington. 

“In tests of the Waterman in California, the plane was 
found to have met the contract specifications and was accepted,” 
said the department. “However, the Bureau emphasized that 
the craft is still in the development stage. Experiments are 
contemplated with a wing construction of a different type, with 
an automobile engine installation, and other ideas may be tried 
in an effort to bring forth the best possible aerial vehicle for 


the private owner. 
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“The Waterman is a two-place monoplane, at present is 
powered by a four cylinder, inverted, air-cooled aviation engine 
of 95 horsepower. Its distinctive feature, of course, is the 
absence of a tail. Control surfaces are at the trailing edges, 
and tips of the wings, which sweep back from the nose of the 
fuselage. It is a pusher, with the engine in the rear, which 
materially augments visibility forward and down from the 
pilot’s seat. 

“The undercarriage is of the three-wheeled type, with the 
main wheels to the rear to prevent ground loops and nosing 
over. It has a top speed of 114 miles per hour. Its simplicity 
of construction makes the Waterman particularly adaptable to 
production in quantity with prospects for a low sales price and 
maintenance cost. 

“The pilot, as chief of the bureau’s development section, 
supervises the entire private owner-aircraft program, which at 
this time includes construction of four other airplanes with 
advanced safety features and possibilities for reduction of costs 
in quantity production, two airplanes with automobile engines, 
an experiment (on the ground) in using a belt drive to connect 
an automobile engine with an airplane propeller, an airplane 
engine of a new type and a new solid steel propeller.” 


AIR MAIL PROFITS 


In a tentative report by Examiner C. E. Leasure and John 
Cummingham, in Air Mail Docket No. 9, Delta Air Corporation 
rate review, 1935, they said the Commission should find that 
no unreasonable profit was accruing from the contract under 
which the corporation was carrying air mail over route No. 24 
between Charleston, S. C., and Dallas, Tex., a distance of 1,056 
miles. They said the carrier’s books recorded a net loss from 
its air mail operation in the audit period, July 4, 1934, to March 
31, 1935, of $14,648. They said that after taking into account 
minor items of nonoperating income together with certain de- 
ductions from gross income, the net deficit incurred was $15,072. 
The profit and loss account, they said, for the same period 
applicable to the mail route operations showed a debit balance 
carried to the balance sheet of $15,074. The net total of the 
profit and loss transactions, they said, was therefore $2, result- 
ing from miscellaneous credits of $50 and delayed income debits 
of $52. This audit was made in accordance with section 6(b) 
of the Air Mail Act of 1934, requiring an annual review of rates 
of compensation to holders of air mail contracts to determine 
whether any unreasonable profit was accruing therefrom. 


FEEDER BUSSES INCREASE 400 “COVERAGE” 

Feeder bus service at Adams and South Beaver Dam in 
Wisconsin, two of the four intermediate stops of the Chicago 
and North Western Railway’s mile-a-minute train, the “400,” 
has been established to increase the service coverage of this 
Chicago-Twin Cities flier. 

The recent addition of a stop on the train at South Beaver 
Dam led to this most recent step—the establishment of a con- 
necting bus between that station and the summer resort, Law- 
sonia, at Green Lake. This bus operates by prior arrangement 
between the passengers and the club, making close connections 
both northbound and southbound. 

The bus connecting with the “400” at Adams serves patrons 
at Wisconsin Rapids, Port Edwards and Nekoosa, leaving Wis- 
consin Rapids at 5:30 to meet both the north and south bound 
trains at Adams and leaving Adams on the return trip at 6:50 
P. M., after the arrival of the two trains. 


H. & B. RAILROAD CLAIM 
Congress has finally approved S. 1024, conferring jurisdiction 
on the Court of Claims to pass on a claim of the Hampton & 
Branchville Railroad Company of South Carolina growing out 
of federal control of railroads. 


CHANGE IN DOCKET 


Hearing in No. 27058, assigned for August 16, at Montgomery, 
Ala., before Examiner Mattingly, was canceled. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended August 10 totaled 
583,743 cars, a decrease of 13,340 below the preceding week, 
20,225 below the corresponding week in 1934, and 46,000 below 
the corresponding week in 1933. 

Miscellaneous freight totaled 228,772 cars; merchandise, 
less than carload, 157,473; coal, 77,876; grain and products, 


41,456; live stock, 11,285; forest products, 29,663; ore, 32,186; 
coke, 5,032. 
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Questions and Answers 


; this column will be answered questions of both legal and pracj 
nature that confront persons dealing with traffic. A specialist on on 
state commerce law, who is a member of our legal department, wij} ra 
his opinion in answer to any simple question relating to the law of interst, 
transportation of freight. A trafic man of —_ experience and wide know, 
edge will answer questions relating to practical traffic problems. We do y,, 
desire to take the place of the traffic man but to help him in his work, . 

The right is reserved to refuse to answer in this column any questi 
legal or traffic, that it may appear to us unwise to answer or that involve 
situation too complex for the kind of investigation herein contemplated, It, 
more comprehensive answer to a question is desired than is thought Proper fo, 
this column, the department will answer it by letter for a reasonable charg, 

No attention will be paid to anonymous communications or questioy 
from non subscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. ¢, 
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Words and Phrases—Box Car Versus Refrigerator Car 


Illinois —Question: Will you kindly advise us if the Inte. 
state Commerce Commission has ever made a ruling defining 
a box car? The carriers’ tariffs in Western Trunk Line tery. 
tory in connection with the all-commodity rate usually reaj 
those ratings will not apply on articles except when loaded in 
box cars, and we would like to know whether or not the Com. 
mission has ever ruled as to whether or not a refrigerator car 
is a box car. 

Answer: We are unable to locate a case in which the Con. 
mission has defined a box car. However, in numerous cases 
the Commission draws a distinction between a refrigerator car 
and a box car. See the decision in Charges for Refrigerator Car, 
172 I. C. C. 366, in which case the Commission said that the 
protestants stated the preponderance of the movement of sea 
food was in refrigerator cars, and if there was a movement in 
box cars it was usually and probably caused by some peculiar 
circumstance; that at that time the only regular box car move. 
ment of any consequence was from Boston, Mass., to New York, 
N. Y., which was entirely at night, and that that movement 
was being supplanted by refrigerator cars. 

See, also, the decisions in Fruits and Vegetables, 43 I. C. ¢. 
291, 298 and Fruits and Vegetables from Florida, 43 I. C. C. 
595, 608. 


Tariff Interpretation—Classification of Tractor Seat Cabs in 
Express Classification 


Utah.—Question: Item 9, page 53, Express Classification 
No. 30, covers parts, N. O. S., at first class rating. Item 12, page 
53, names Seat Cabs, Motor Truck, at two times first class 
when not completely knocked down. 

We have in mind a tractor seat cab, set up, crated, exceed- 
ing 54 inches in height. We contend that since a tractor is 
not a motor truck, Item 12, page 53, does not apply, but that 
Item 9, page 53, should apply. Tractor seat cabs and motor 
truck seat cabs are different articles, as evidence the Consoli- 
dated Freight Classification in which they appear in different 
places. Therefore, when the Express Classification names motor 
truck seat cabs it makes no specific provision for tractor seat 
cabs and the parts, N. O. S., rating of first class is applicable. 

Will you please give us your opinion in the matter? 


Answer: The ratings on both “seat cabs, motor truck,” and 
“parts, of, N. O. S.,” appear in the Express Classification to 
which you refer under the general heading, “Vehicles, selif- 
propelling, N. O. S., including farm and other tractors.” 

The words “motor trucks” used in connection with the rat- 
ing on seat cabs would ordinarily limit the application of the 
rating to seat cabs for motor trucks, and thereby exclude seat 
cabs for tractors, unless the terms “motor truck” as used in 
the trade would include tractors. We are not advised as to 
whether it is so used, but unless it is, the rating on seat cabs, 
motor trucks, will not apply on seat cabs for tractors. 

Furthermore, there is nothing in the Express Classification 
to which you refer which would give it this meaning, as the 
rating on seat cabs, motor trucks, as above stated, appears under 
the heading, “Vehicles, self-propelling,” etc., which heading in 
no way broadens the application of the term “seat cabs, motor 
trucks.” 

We are inclined to the opinion that the rating on “parts 
of, N. O. S.,” as appearing under the heading, ‘Vehicles, self- 
propelling, N. O. S.,” is the rating to apply on tractor seat cabs. 


Freight Charges—Liability for 


Pennsylvania.—Question: In a decision by the Supreme 
Court of Appeals of West Virginia in Chesapeake & Ohio Rail- 
way Company versus Gloyora Coal Company, No. 7119, April 4, 
1933, rehearing denied January 8, 1933, it was held that where 
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road tariff required freight charges on shipments to non- 
tations to be prepaid, the consignor was liable for the 
freight charges, although the consignor’s notice on the bill of 
ding required freight payment before delivery, in line with 
la‘tion 7 of the Uniform Bill of Lading. 

Kindly state, in your opinion, whether this would apply to 
stations other than prepay stations. We are trying to develop 
whether or not a consignor is liable for freight charges on any 
shipment if he states on the bill of lading that material must 
not be delivered without payment or guarantee of freight charges 
by the consignee. ‘Cite court decisions, if any. 

Answer: The consignor, as the party from whom the goods 
are received for shipment, ordinarily assumes the obligation to 
full amount of the freight charges, although he may 
himself of the liability by signing the stipulation on 
the bill of lading referred to in Section 7. L. & N. vs. Central 
Iron & Coal Co., 265 U. S. 59, 44 S. Ct. 441. On the other hand, 
the consignee, by acceptance of the goods, becomes liable for 
the full amount of the freight charges whether they are de- 
manded at the time of delivery or not until later. P. C. C. & 
st. L. Ry. Co. vs. Fink, 250 U. S. 577, 40 S. Ct. 27. 

The contract of the consignor and that of the consignee 
are not considered to be inconsistent with each other; each is 
an original contract based on a sufficient consideration. 

In the decision of the Supreme Court of the United States 
in the case first above mentioned, there are numerous expres- 
sions Which seem to point to the conclusion that the consignor 
can be held for an undercharge, unless it appears from the 
pill of lading or otherwise that the carrier did not intend to 
look to the consignor for its charges. 

As the court points out in this case, the consignor may, 
under the provisions of section 7 of conditions and the clause 
on the face of the bill of lading, relieve himself of all liability 
for freight charges. 

There has been no decision of the Supreme Court which 
is directly in point; that is, one which decides definitely that 
a bill of lading which names one party as the consignee and 
another party as the consignor and in which the no recourse 
provision has not been executed, does or does not release the 
consignor from liability for all or any part of the charges, if 
the goods are delivered to the consignee without collection of 
the full amount of the freight charges. There are, however, 
decisions of the state courts and the federal courts, other than 
the Supreme Court of the United States, which hold the con- 
signor liable in any event. See Western Maryland Ry. Co. vs. 
Cross, 122 S. E. 572; Mellon vs. Stockton & Lamkin, 30 S. W. 
(2d) 974; United States vs. United States Steel Products Co., 
22 Fed. (2d) 547; Maryland Casualty Co. vs. Ohio River Gravel 
Co., 20 Fed. (2d) 514; N. Y. C. R. Co. vs. Stanziale, 143 A. 834; 
Grand Trunk Western R. Co. vs. Makris, 255 N. Y. S. 448. 


Tariff Interpretation—Application of Hardware Rate on Cutlery, 
Silver Plated 


Utah.—Question: We would appreciate it if you would re- 
view the following and advise if there is any merit to our con- 
tention as set forth in the arguments we have used. 

The question concerns a less than carload shipment of silver 
plated cutlery from Group A point to Rate Basis 2 or 3 point in 
Trans-Continental Tariff 1M, date of shipment being April 15, 
1933. Our contention is that cutlery is considered hardware, 
as evidence Item 3085A, Sup. 25, Trans-Continental Tariff 1M, 
effective June 15, 1933, which amends Item 3085 of tariff. By 
referring to Item 3085 you will note it is headed “Hardware, 
viz.”, therefore all items listed therein are hardware, including 
cutlery. The Hardware (other than iron or steel), N. O. S., entry 
applies on cutlery from Dec. 15, 1932 (see Sup. 2, Trans-Conti- 
nental Tariff 1-M), until May 16, 1933. The latter date is the 
effective date of Item 2335, Sup. 20, Trans-Continental Tariff 
1-M, which published a specific rate on silver plated cutlery. 
Therefore, this knocks out the hardware, N. O. S., rating because 
this particular item of hardware is now specified in another 
item of the tariff naming less than carload commodity rates. 

“N. O. S.” is defined on page 24 of Tariff 1-M as “not other- 
wise specified in this tariff in any other item carrying less 
carload commodity rates between the same points on that article 
irrespective of package requirements.” 

If cutlery is hardware, as has been proven, then the rate 
on hardware, N. O. S., applies on this shipment as silver plated 
cutlery was not otherwise specified, until May 16, 1933. 

The carriers argue that the entry “hardware, other than 
iron or steel, N. O. S.,” applies only on such articles as are 
covered by the Western Classification entry, “Hardware, N. O. 
I. B. N.’. We cannot agree with this, however, as the terms 
N. O. S. and N. O. I. B. N. are distinctly defined in the tariff 
as having different meanings. 

Answer: Under the provisions of Item 3085, or Trans-Conti- 
nental Tariff 1-M, I. C. C. 1302, the original issue, the rates 
Published in this item were limited to hardware as described 
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therein. At that time there was no description which would 
include cutlery. However, effective Dec. 15, 1932, in Sup. 2, the 
following descriptions were added to this item: “Hardware, 
iron or steel, N. O. S., in bundles,” and “Hardware (other than 
iron or steel), N. O. S., boxed.” 

Effective May 16, 1933, in Sup. 20, Item 2335, a rate was, 
as you state, published on “cutlery, silver plated, spoons or 
forks, metal, silver plated,” and effective June 15, 1933, in Sup. 
25, Item 3085A, was amended to publish a rate on cutlery, N.O.S., 
and spoons or forks, metal, N. O. S., other than gold plated or 
silver plated. 

Therefore if, in fact, silver plated cutlery is hardware, 
“other than iron or steel,” the fact that the classification con- 
tains a rating on hardware, N. O. I. B. N., does not prevent 
the commodity rate item applying on silver plated cutlery. In 
fact, it would appear that such was the intention of the makers 
of the tariff and that until, by the publication of Item 2335, 
this commodity was removed from the application of the com- 
modity rate Item on hardware, other than iron or steel, N. O. S., 
the commodity rate item applied on silver plated cutlery. 

In Thilmany Pulp & Paper Company vs. Nelson & Albemarle 
Ry. Co., 104 I. C. C. 186, the Commission held that the fact 
that the classification description more specifically described 
the article shipped does not prevent the commodity rate from 
applying, citing Grosjean Rice Milling Co. vs. Director General, 
89 I. C. C. 395, 396, in which case the Commission held that where 
an article is clearly embraced within the generic commodity 
description, and neither the tariff nor governing classification 
discloses a contrary intention, the Commission had found the 
commodity rate applicable, even though the classification de- 
scription was more specific (Frost & Co. vs. Director General, 
57 I. C. C. 755). This has also been the finding of the Com- 
mission even though the particular article was not in contem- 
plation when the commodity item was framed. See Texas State 
Highway Department vs. Director General, 69 I. C. C. 220. 

In Electric Machinery Mfg. Co. vs. M. St. P. & S. S. M. Ry. 
Co., 159 I. C. C. 291, the Commission held that a commodity 
rate item applying on machinery and machines N. O. I. B. N., 
would apply on a shipment of electric motors, even though they 
were specifically rated in the classification. It held that the 
description N. O. I. B. N. as used in the commodity tariff re- 
ferred to machinery and machines not otherwise indicated by 
name in the commodity tariff and would include electric motors. 


Proof of Loss or Damage 


Texas.—Question: Kindly give us an authority or your 
opinion of the liability of rail carriers in handling merchandise 
in tank equipment in regard to the possibilities of recovering 
claims against railroad on the shortage of material when it 
reaches destination. The general practice of our shippers has 
been in weighing the merchandise in hopper scale tanks and 
basing their invoice weights and their bill of lading shipping 
weights on the result of the hopper scales. In many instances 
the shipper furnishes public weighmaster’s certificates of weights 
and measures and on other occasions attaches scale weight 
tickets to their invoices showing the amount of merchandise 
loaded and billed on regular form bills of lading. 

Our practice of weighing the tank cars loaded and of re- 
weighing the tanks light to determine the merchandise content 
has proven to us a large variation from the billed weight and 
the weight shown on the railroad bill of lading. In having 
these tanks reweighed as outlined the rail carriers have pre- 
sented balance due freight bills covering any variations which 
might occur in the gross weights of the merchandise over those 
furnished on the railroad bill of lading, but the variation in the 
actual weight of the tank in comparison with that marked on 
the tank has actually shown that we receive less merchandise 
than the invoice and railroad bill of lading calls for. 

If we are obliged to stand the additional freight have we a 
claim against the railroads for loss of merchandise in transit 
providing the car arrives under original seals in that the rail- 
road has signed for an actual amount at the time the car is 
forwarded? Also to be taken into consideration is the fact 
that this material is loaded in tank cars supposedly filled to 
capacity or up to the dome. 

Any authority which you quote or your judgment on these 
circumstances will be appreciated. 

Answer: A shipper showing a delivery of goods to a carrier 
and that they were not redelivered makes out a prima facie case 
against the carrier entitling him to damages for loss, and to 
avoid such damages the burden is upon such carrier to prove 
its freedom from liability. C, R. I. & P. Ry. Co. vs. Stouffer, 
111 N. E. 809; Nustrot-Calahan Co. vs. M. K. & T. of Texas, 209 
S. W. 775. 

It is a question of fact as to whether the amount stated in 
the bill of lading was deliveerd to the carrier at point of origin, 
which fact must be established by the shipper. Likewise it is 
a question of fact as to whether a lesser amount was delivered 
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by a carrier at destination, which fact must be established by 
the shipper. 

Since the facts of how a loss or injury occurred are gen- 
erally within the exclusive knowledge of the carrier, the courts 
are liberal in permitting a claimant, by showing certain essen- 
tial facts within his knowledge, to raise presumptions which 
complete his case. 

In establishing these facts the shipper must necessarily 
overcome by a preponderance of evidence that which the car- 
rier may introduce to show that either the amount stated in 
the bill of lading was not in fact received by it for transporta- 
tion, or that the full amount received by it for transportation 
was delivered at destination. That is, the shipper’s evidence 
must outweigh that of the carrier. 

Whether the amount alleged by the shipper to have been 
delivered to the carrier for transportation was actually delivered 
is a question of fact to be determined from the evidence sub- 
mitted by the plaintiff, subject to rebuttal by the defendant 
carrier. The statement in a bill of ladiig or a shipping receipt 
of the amount received for transportation is not conclusive 
and the carrier may submit evidence to prove that the entire 
amount was not received for transportation. 

This is particularly true where the bill of lading contains 
qualifying statements as to the quantity of freight received for 
transportation thereunder, such as to place the consignee on 
notice of the fact that the carrier does not vouch for the ac- 
curacy of the statement. The bill of lading, as you will observe, 
contains the term “subject to correction,” in the column headed 
“weight.” In Brown vs. M. K. & T. Ry. Co., 112 Pac. 147, the 
court, in discussing this term, states that the use of this term 
avoids the estoppel which would otherwise, under some circum- 
stances, preclude the carrier from disputing the weight; that 
it does not destroy the prima facie effect of the recital in the 
bill of lading as to quantity but merely leaves the matter open 
to further inquiry instead of being absolutely concluded. See, 
also, Davis vs. Zimmern, 99 So. 307; H. & T. C. Ry. Co. vs. Paris 
Milling Co., 240 S. W. 636, and Nye-Schneider-Fowler Co. vs. C. 
& N. W. Ry. Co., 182 N. W. 967. 


Routing and Misrouting—Connecting Line Must Demand Rout- 
ing Instructions 


Florida.—Question: An originating line delivers a shipment 
to its connections and shows no junction routing beyond, but 
does show, on its transfer, the divisions of the through rate and 
this division is via a junction that does not permit the protec- 
tion of the lowest through rate and the connecting line forwards 
the shipment via this junction and will not permit the protec- 
tion of the lowest through rate. In such a case, is the originat- 
ing line responsible or the connecting line, for the overcharge? 
Please give the ruling, if any, on this subject. 

Answer: The principle of the Commission’s decision in 
Duluth & Iron Range R. R. Co. vs. C. St. P. M. & O. Ry. Co., 
18 I. C. C. 485, is, in our opinion, applicable to the facts in the 
instant case. 

In this case the Commission held that a connecting line, 
receiving a shipment without routing instructions may demand 
instructions from the initial carrier, but if, instead of pursuing 
that course, it assumes the responsibility of routing the ship- 
ment it must accept the resulting liability for any damage in 
the way of increased charges that necessarily and directly flow 
from its mistake in selecting the wrong route. 

In our opinion, divisions shown in a transfer slip are not 
routing instructions within the meaning of the above referred 
to case. 


Liability of Carrier for Concealed Loss or Damage as to Imported 
Goods 

Louisiana.—Question: A shipment of merchandise was made 
from an eastern point on which a claim was filed for concealed 
damage. The shipment was made from a warehouse on a 
domestic bill of lading, but it developed after claim was filed 
that the shipment had been packed in a foreign country, on 
account of which the carriers say that it will be necessary to 
reduce the claim fifty per cent. The claim was based on the 
invoice price to the consignee, being a convenient way of arriv- 
ing at the value at destination. 

Will you please advise whether or not the carriers have 
any authority to demand that the claim be reduced fifty per 
cent merely because the shipment was packed in a foreign 
country and later reshipped in the same package as a domestic 
shipment? 

Answer: Where goods delivered to a carrier for transpor- 
tation have had a prior transportation, this fact alone will not 
relieve the carrier from liability for the full amount of the 
damage. 

Necessarily, however, this fact does increase the difficulty 
of showing that the freight at the time it was delivered to 
the carrier for transportation was in good condition, the bur- 
den of proof of which fact is upon the shipper. This for the 
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reason that the shipper does not, owing to the fact that the 
goods have not been unpacked subsequent to their transport. 
tion to the point of shipment via the rail carrier, have positiy, 
knowledge of their condition at the time they are delivereg to 
the rail carrier and can only show this by evidence as to th 
condition of the packages, etc., and their care after having 
been delivered by the carrier which transported them to the 
point from which they are subsequently reshipped. 

The statement in the bill of lading that goods were receiyeq 
in apparent good condition is prima facie evidence only ag ty 
that fact, and not that the goods were actually in good cond. 
tion at the time they were delivered to the carrier for trans. 
portation. That is, such a statement relates only to externaj 
conditions, and does not make out a prima facie case against 
the carrier with reference to damage not apparent. The re. 
cital of good condition, or apparently good condition, does, hoy. 
ever, make out a prima facie case against the carrier that the 
goods were in apparently good condition so far as ordinary jp. 
spection without opening the package would disclose, the burden 
of proof being on the carrier to show that the goods were not 
in such apparently good condition when received by it for trans. 
portation. 


Delay—Effect of Notice to Shipper of Probable Delay to Ship. 
ment 


Missouri.—Question: Will you kindly advise if you can cite 
an Interstate Commerce Commission ruling, where a claim has 
been entered against a railroad carrier relative to shrinkage of 
feeder cattle wherein the shrinkage involved is more than the 
500 pounds per car, which is customary, as we understand it, 
of being allowed? 

In the particular instance to which we refer, the consignor 
shipped three cars of cattle on a so-called “offshipping” date, 
receiving no instructions from the agent at point of origin that 
the time would be longer on these shipments than by shipping 
on a so-termed “shipping” day. 

In making a shipment in this manner, it is natural to assume 
that a large shrinkage would occur. The railroad involved in 
the claim admits that the actual billing weight was the same 
as we claim, and the same is true of the weights at destination, 
but do not want to stand for and pay the claim for the actual 
amount of shrinkage. 

It is customary, we believe, to allow for a 500-pound-per-car 
shrinkage, and in this case it greatly exceeded this amount, 
and we contend the carriers were liable for the shrinkage on 
the basis of the selling price. 

Another factor that enters into this same transaction is 
that immediately upon arrival of these cattle at destination 
they were well rested, then fed and watered and then weighed, 
and still the weight was not anywhere near the weight at the 
point of origin, taking into account the 500 pounds per car 
shrinkage that is naturally allowed. 

Answer: Where goods are tendered to a carrier for trans- 
portation, it is bound to advise the shipper as to any cause likely 
to delay transportation, which cause is within its knowledge, 
or within its fair and reasonable means of knowledge, and not 
within the knowledge of the shipper; and, if it fails in its duty 
in this respect, a delay in the transportation of the goods will 
not be excused, and that, too, irrespective of the nature of the 
cause. The acceptance of goods for shipment without notify- 
ing the shipper of the fact that they cannot be promptly de- 
livered is tantamount to an assurance that they will be delivered 
within a reasonable time, except for the intervening of causes 
of subsequent occurrence. 

When, however, the carrier has complied with its duty in 
respect of giving notice, it should not be held liable for a delay 
which it cannot prevent if the shipper still insists on delivering 
his property for shipment, and an express agreement between 
the shipper and carrier is not necessary to exempt the carrier 
from liability for delay in delivery due to such conditions. See, 
R. Co. vs. Haase, 226 S. W. 448; Ott vs. R. Co., 169 Pac. 957; 
— vs. Kind, 167 N. W. 901; Grain Co. vs. Ry. Co., 172 N. Y. S. 
740. 

We can locate no case in which the question of whether it 
is the duty of a carrier to advise a shipper that live stock ten- 
dered to it for shipment on a “non-shipping day” will not receive 
the expedited service which is accorded shipments delivered 
to it on a so-called “shipping-day.” It may well be, however, 
that a carrier is chargeable with this duty and liable for injury 
resulting from its failure to advise a shipper of such arrange 
ments, to the same extent as would be the case of other con 
ditions which would result in delay to a shipment, such as 
storms, an embargo, etc. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Motor Vehicle Transportation 


Paice alae 


MOTOR CARRIER REGULATION 


The Trafic World Washington Bureau 


Advised late August 9 that President Roosevelt had signed 
the motor carrier act, 1935, the Commission, the first thing the 
next morning, made public a statement and order showing that 

it was prepared to pro- 
ceed with the adminis- 
tration of the new law 
without any delay. 

The Commission, 
through Secretary 
McGinty, revealed that 
Coordinator Eastman had 
been selected—as a mem- 
ber of the Commission— 
to head a new division 
to have supervision of 
administration of the 
new law, and that it had 
ordered created the “Bu- 
reau of Motor Carriers,” 
to be headed by a di- 
rector. 

The Commission, it 
is understood, is_ pre- 
pared to do its utmost 
to the end that as much 
of the act as_ possible 
may be made effective 
October 1. 

Necessary appoint- 
ment of new employes 
under the act will be 
subject to “both the let- 
ter and the spirit of the civil service regulations,’ according to 
the Commission’s announcement. Whether or not the Com- 
mission had anything in particular in mind in connection with 
making that statement, it is common knowledge in Washington 
that jobs under the “New Deal” are only obtained—if then— 
by the applicants obtaining endorsements from congressmen 
and political party officials. 

Coordinator Eastman, due to his study of the highway trans- 
portation situation and his recommendations for legislation in 
that field, and also his close contact throughout with the fram- 
ing of the bill that has now become the motor carrier act, will 
begin his duties as chairman of the new motor carrier division 
with a thorough and comprehensive background as to the re- 
quirements of the law, and, it is expected, this will greatly 
expedite getting under way under the act. 

‘Though the Commission opposed the Coordinator’s bill pro- 
posing a reorganization of the regulating body, including the 
creation of a special motor division, feeling that, until experience 
had demonstrated the necessity for such legislation it could pro- 
ceed with the powers it already possessed under the law with 
respect to its organization, it turned to him to supervise the 
construction of the new bureau that will have direct contact 
With the motor bus and truck operators. 

The statement issued by Secretary McGinty follows: 





John L. Rogers 


e For the purpose of administering the provisions of the “Motor 
arrier Act, 1935” (Part II of the amended Interstate Commerce Act), 
approved August 9, 1935, the Interstate Commerce Commission has 
ordered that an additional Division of the Commission be created, to 
a of three Commissioners, and that work and functions arising 
— the Motor Carrier Act, 1935, be assigned thereto. Pending cer- 
ain other necessary rearrangement of functions, the Division will be 
—, as Division 7—Motor Carriers. At the outset, Commissioner 
ee will serve as Chairman of that Divsion. The other two 
se of the Division will be announced later; meantime, other 
ao will be designated to serve temporarily, for its proper 
ie pommissioner Eastman, while continuing as heretofore his duties 
= re Coordinator of Transportation, will serve on the division 
the oon organization of the Commission for the administration of 
ge or Carrier Act has been developed, provided he finds that 
a Vaca will not interfere with his duties as Coordinator. For 
ee of this administration a new Bureau will be organized, 
pL as the Bureau of Motor Carriers. 
_ m8 Commission is a public body bipartisan in its membership 
yd. onpolitical in its activities. The Bureau of Motor Carriers will 
the ganized in an endeavor to follow faithfully both the letter and 
rach of the civil service regulations. 

the Motencement will be made later as to what, if any, portions of 
wotwy or Carrier Act, 1935, will be deferred in their effective date 
yond October 1 next, as authorized by Section 277 of the new act. 





The order of the Commission follows: 


At a General Session of the Interstate Commerce Commission, 
held at its office in Washington, D. C., on the 10th day of August, 
A. D., 1935. 

Section 17 of the Interstate Commerce Act and Part II of that 
Act (the Motor Carrier Act, 1935) being under consideration: 

Ordered, and directed, that work, business, and functions arising 
under the Motor Carrier Act, 1935, be assigned for action thereon to 
a Division of the Commission, to consist of three Commissioners, 
which is hereby created for the purpose, which shall be denominated 
Division seven—Motor Carriers. 

It is further ordered, that Commissioner Eastman be, and he 
hereby is, assigned as a member and the Chairman of Division 7— 
luotor Carriers, 

It is further ordered, that a Bureau be created, to be known as 
the Bureau of Motor Carriers, to be headed by a Director, which po- 
sition is hereby created. 

It is further ordered, that the Bureau of Motor Carriers report 
through its Director to Commissioner Eastman and through him to 
Division 7—Motor Carriers and to the Commission, as other Bureaus 
of the Commission report; and that the Bureau be in the adminis- 
trative charge of Commissioner Eastman. 


Motor Carrier Act Signed 


President Roosevelt announced the signing by him of the 
moter carrier act at his press conference late August 9. In 
connection with his announcement he gave out a summary of 
the law which had been prepared for him by Coordinator East- 
man. 

The President said it had taken him a long time to read 
the measure. On account of its length and complexity of its 
provisions he said he had asked Mr. Eastman to summarize it 
and that the latter had done it in two pages of typewritten 
matter. The bill, the President added, was terribly long and 
frightfully confusing. The summary prepared by Coordinator 
Eastman follows: 


The motor carrier act which the President signed August 9 pro- 
vides the first regulation of such carriers undertaken by the federal 
government. It applies to all common and contract carriers engaged 
in the interstate transportation of passengers or property, but, except 
in one important particular, exempts vehicles used exclusively in car- 
rying livestock, fish, or agricultural commodities or in the distribu- 
tion of newspapers. There is a specific exemption of vehicles con- 
trolled and operated by farm cooperative associations. Persons who 
engage only casually or occasionally in transporting passengers or 
property for compensation and carriers which operate only within 
metropolitan areas are conditionally exempted. Regulation is also 
provided for brokers, or those who arrange for transportation but do 
not themselves provide motor transportation service. 

The act requires common carriers to secure certificates of public 
convenience and necessity before they may operate, but these are 
given as of right to such carriers as were in bona fide operation on 
June 1, 1935. Contract carriers are to secure permits, but those in 
operation on July 1, 1935, may receive such permits upon applica- 
tion and a showing of bona fide operation. Brokers must secure a 
license, requiring, among other things, adequate proof of financial 
responsibility. 

Common carriers are required to establish just and reasonable 
rates and are forbidden to discriminate in their rates or service. 
Their rates may be regulated as to both maxima and minima. In 
keeping with the different character of their operations, contract car- 
riers are subject ‘to only minimum rate regulation. Considerable lati- 
tude is given in the regulation of such carriers. 

Other matters made subject to regulation are the consolidation or 
merger of properties, the issuance of securities, and the financial re- 
sponsibility of the operators. Appropriate reports may be required 
from motor carriers and brokers and their accounts may be pre- 
scribed. 

All carriers, including those which are otherwise exempted, are 
made subject to regulation with respect to the qualifications and 
maximum hours of service of their employes and the safety of their 
operations and equipment. 

The administration of the regulation provided in this act is en- 
trusted to the Interstate Commerce Commission, but provision is 
made for extensive utilization of the trained personnel of the states 
through the use of joint boards to be created, generally, from the 
membership of the state commissions. The act provides assurance 
against interference with the exercise by the states of full authority 
over intrastate transportation. 

The act becomes effective October first, but the Commission may 
postpone the effective date of any of its provisions to a time not later 
than April 1, 1936. 

Rogers Appointed Director 


The Commission has appointed John L. Rogers, who has 
been executive assistant to Coordinator Eastman for two years, 
to be director of the newly created Bureau of Motor Carriers. 
It has also selected Commissioners McManamy and Lee to 
be members of division 7, the motor carrier division of which 
Commissioner Eastman was named as chairman before the 
other members of the division were named. 

Mr. Rogers, in becoming Director of the Bureau of Motor 
Carriers, is returning to the staff of the Commission of which 
he was a member from June 22, 1917, to July 16, 1933, when 
he joined the Coordinator’s staff. 
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Mr. Rogers, born at Knoxville, Tenn., in 1889, began his 
career in the mechanical department of the Southern Railway. 
Later he attended the University of Tennessee and George 
Washington University and was given a degree in mechanical 
engineering. He entered the service of the Commission, in 1917, 
as a mechanical engineer in the Bureau of Locomotive Inspec- 
tion. By night work he obtained a degree from the National 
University Law School and was admitted to the bar. In 1925 
he became a special examiner in the Commission’s Bureau of 
Service, going from that bureau to the Coordinator’s staff in 
1933. The new director has also studied accounting. 

While a member of the Commission’s staff Mr. Rogers 
handled various difficult and complex cases, notably extensive 
investigations of refrigeration charges, as well as mechanical 
matters involving locomotive equipment and played an impor- 
tant part in the six-hour day investigation. Several years ago 
he began an intensive study of motor vehicles and their regu- 
lation. He has continued to keep in close touch with that sub- 
ject, particularly in his work with the Coordinator. 

The new director, therefore, brings to his duties the ad- 
vantage of a knowledge of engineering, accounting and law, 
experience in administrative and executive work, intimate ac- 
quaintance with Commission procedure, motor carrier condi- 
tions and regulation, and general governmental experience. 

Selection of Commissioners McManamy and Lee to mem- 
bership on division 7 was expected to be temporary; that is, to 
last probably only until President Roosevelt appointed someone 
to fill the vacancy created on the Commission by the expira- 
tion of Commissioner Farrell’s term of office, December 31, 1934. 

It was a general idea that the President would fill that va- 
cancy by appointing as commissioner someone with experience 
with motor vehicle problems and that the new man would be 
made a member of division 7 as soon as his nomination was 
confirmed by the Senate. 


Whatever plans the Commission has under consideration for 
creating the machinery for carrying on the work of administer- 
ing the new act, other than the creation of the Bureau of Motor 
Carriers with Mr. Rogers at the head of it are being held secret. 
For the regulation of motor vehicles it will need personnel 
that will be dealing with subjects that are also being handled by 
the organizations created for the regulation of railroads, and, 
to a limited extent, of carriers by water, on account of their 
connection with railroads. But it will need organizations to look 
after matters pertaining to motor vehicles, the like of which 
are not exactly, if at all, required in connection with the regu- 
lation of the railroads. 


President Asks for Money 


President Roosevelt August 16 asked Congress to appro- 
priate $1,325,000 for the current fiscal year for the work of the 
Commission under the motor carrier act. 

The American Trucking Associations, Inc., has appointed a 
committee to form “contact” with the Commission if connec- 
tion with regulation of motor carriers. It is composed of Ted 
V. Rodgers, president; William E. Humphreys, Maurice Tucker, 
H. E. Howell, L. J. Benton, H. D. Horton and Roy B. Thompson. 


Truck Rates and Tariffs 


Principles for the establishment of rates, tariffs, and clas- 
sifications for the trucking industry have been set forth by the 
national rates and tariffs committee of American Trucking As- 
sociations, Inc., which met in Washington this week. The com- 
mittee adopted the following resolution: 


Resolved that: The national rates and tariffs committee recom- 
mend to the industry that trucking rates be developed on a basis 
of reasonable truck operating costs, plus a reasonable profit and 
applied under a truck classification of commodities. 


In its statement of principles the committee said: 


The committee considered the following methods for the estab- 
lishment of tariffs and classifications before arriving at its conclusion: 

1. Tariffs based on truck costs with a truck classification. 

2. Tariffs based on rail rates with rail or truck classification. 

3. Tariffs based on what the traffic will bear. 

In regard to method number 1, the committee believes that: 

(a) Any truck tariff or classification adopted should be so simple 
in construction that anyone who can read and write can readily 
understand it. 

(b) That rail tariffs and classifications today, in many cases, do 
not represent rail costs. 

(c) That rail tariffs and classifications are not directly applicable 
to the trucking ingustry. 

(d) That any truck tariffs and classifications patterned after 
those of rails would be difficult of substantiation. 

(e) That any plan of truck tariffs and classifications based on 
— of rails would tend to pass on to the rails control of trucking 
rates. 

(f) That should the trucking industry subscribe to tariffs based 
on costs and set up its own classification, it would immediately 
improve its recognition as a mode of transportation. 

It is expected that, should the trucking industry set up tariffs and 
classifications based on sound economic principles, it will have a 
strong influence on present day rail tariffs and classifications. 
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In regard to method number 2, the committee realizes that j, 
some sections of the country many operators have, through custom 
developed the use of rail rates and classifications. In so doing, they 
may have developed their accounting systems to substantiate thj, 
method of applying rates. These operators may contend that to 
change their accounting systems and their practices with the ghip. 
phyg public would involve considerable expense and be difficult o 
accomplishment. The committee also realizes that shippers must hy, 
given consideration in so far as they may desire traffic moving py 
different modes of transportation to be classified under one method 
and rates applied accordingly. ; 

Another factor that may enter into the early consideration of 
motor carriers is that rates established through jurisdiction of state 
utility commissions for intrastate transportation, in many instances 
have followed rail rates and classifications. This may present 4 
handicap, especially where carriers perform both intrastate and jin. 
terstate service. There are some states, however, which do not care 
to use the rail rate basis as a guide for truck rates. 

The trucking industry, in its consideration of methods of develop. 
ing motor truck rates, should take advantage of the work that has 
been done by the railroads over the past years, both in the matter 
of tariffs and construction of classifications. 

In regard to method number 3, the committee understands that 
some operators feel they should be privileged to establish rates ac. 
cording to the conditions they actually experience, with consideration 
being given to the flow of tonnage, the comparative volume moving 
in each direction, the value of the commodities transported, the avail- 
ability of tonnage from certain shippers, territorial conditions, and 
other factors. ‘ 

In all of its deliberations the committee was mindful of the intent 
expressed in the motor carrier act, 1935, paragraph (i), sction 216, 

‘“(i) In the exercise of its power to prescribe just and reasonable 
rates for the transportation of passengers or property by common 
carriers by motor vehicle the Commission shall give due considera- 
tion, among other factors, to the inherent advantages of transporta- 
tion by such carriers to the effect of rates upon the movement of 
traffic by such carriers; to the need, in the public interest, of adequate 
and efficient transportation service by such carriers at the lowest 
cost consistent with the furnishing of such service; and to the need 
of revenues sufficient to enable such carriers, under honest, eco- 
nomical, and efficient management,: to provide such service. 


In a statement with reference to the meeting of the com- 
mittee the American Trucking Associations said: 

Added importance was-attached to the committee’s recommenda- 
tion in view of the fact that the law putting interstate trucks under 
the contro] of the Interstate Commerce Commission, effective October 
1, requires common carriers to file rates, and contract carriers to 
file their minima. 

American Trucking Associations represents, through 108 local and 
state trucking associations, about 50,000 for-hire truck operators who 
will be affected by the new law. 

The members of the committee are Maurice Tucker, chair- 
man, South Bend, Indiana; Joseph M. Adley, Hartford, Conn.; 
L. J. Benton, Louisville, Ky.; F. I. Hardy, Boston, Mass.; Ted 
Ficke, Jr., New York City; John L. Wilkinson, Charlotte, N. C., 
and C. S. Reynolds, Tacoma, Wash. ; 

Additional state rate and tariff committees announced by 
American Trucking Associations, Inc. (see Traffic World, Aug. 
10, p. 241), follow: 


Colorado—M. F. Rogers, Rainbow Truck Lines, 1535 18th St., 
Denver; Felix Cohen, Denver-Chicago Trucking Co., 1351 12th 
St., Denver; Roy E. Barner, Casey Truck Line, 2036 Market St., 
Denver; Elton Cooley, Interstate Motor Lines, 2232 Lawrence 
St., Denver. 

Delaware—J. Walter Galloway, Galloway Brothers Transpor- 
tation Co., 1216 King St., Wilmington; John W. Burris, Victor 
Lynn Transportation Co., Milford; Robert J. McCormick, McCor- 
mick Transportation Co., Third and Orange Sts., Wilmington. 

Kentucky—Chas. E. Banks, Whitney Transfer Co., 19 Main 
St., Bowling Green; M. J. Parlin, Huber & Huber Motor Ex- 
press, 1001 W. Main St., Louisville. 

Louisiana—J. B. Herrin, Herrin Motor Lines, Inc., New 
Orleans; Paul Maloney, Jr., Maloney Trucking & Storage, Inc., 
1200 S. Front St., New Orleans; Antoine Stagni, Stagni Motor 
Freight Lines, Thibodaux. ; 

Maine—Leon H. Blaisdell, Leon H. Blaisdell Transportation 
Co., 35 Allen St., Portland; Guy F. Dunton, Chase Transfer 
Corporation, State Pier, Portland; Harry A. Harmon, Hunnewell 
Trucking Co., 65 Commercial St., Portland; Howard Sanborn, 
Sanborn’s Express, Norway. 

Mississippi—Ernest B. Lewy, Ernest B. Lewy Transfer Co., 
Greenville; Milson Magee, Magee Truck Lines, 212 S. State 
St., Jackson; John P. Ricks, Ricks Storage Co., Jackson. 

South Carolina—Chester P. Jameson, Inland Waterways 
Transportation Co., Inc., Georgetown; Carroll T. Jordan, Harts- 
ville; George W. Weathers, New South Express Lines, Inc., Box 
479, 50 Pulaski St., Columbia. 

Texas—R. E. Abernathy, Dallas-Trinity Wholesale Co., P. 0. 
Box 26, Dallas; Leonard Brown, Red Arrow Motor Freight Lines, 
Richie and Sterrett Sts., Houston; Henry English, Red Ball 
Motor Freight Lines, Lufkin. 


IMPROVEMENT OF HIGHWAYS 


President Roosevelt has approved the allotment of $6,765,197 
previously apportioned by Secretary of Agriculture Wallace, to 
Michigan for elimination of hazards at grade crossings in 27 

(Continued on page 294) 
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Berore THE DAYS OF 
STEAM WHISTLES AND 
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WARN PEOPLE OFF THE 
TRACKS. 
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FOUNDER OF SWIFT & CO. AND 
DEVELOPER OF HIS REFRIGERATOR-CAR IN 
1875 WHICH DRASTICALLY REDUCED MEAT 
PRICES BY MAKING POSSIBLE THE SUBSTITUTION 
OF CENTRALIZED CATTLE KILLING FOR THE LONG 
TRANSCONTINENTAL “ON-THE-HOOF” STOCK 
SHIPMENTS PREVIOUSLY NECESSARY TO ASSURE 
WESTERN BEEF REACHING EASTERN MARKETS 
IN FRESH CONDITION. 
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Personal Notes 





The Baltimore and Ohio announces the appointment of 
James T. Lean, foreign freight agent, Philadelphia, to succeed 
John W. Hartzell, promoted to be general foreign freight agent, 
Baltimore. 

C. A. Hutchings, former assistant traffic manager and as- 
sistant secretary, Trention Chamber of Commerce, has succeeded 
George E. Mace, traffic manager, resigned. Mr. Hutchings will 
continue also as assistant secretary. 

J. C. Glenn, general agent, Minneapolis and St. Louis, at 
Minneapolis, died August 9. 

There will be a formal hearing as before the Interstate 
Commerce Commission in Room 910, Insurance Center Build- 
ing, 330 South Wells Street, Chicago, under the auspices of the 
College of Advanced Traffic, at 7 P. M., August 21, to which the 
public is invited. 

Ernest D. McIver has been appointed general freight agent 
of the Virginia Central Railway at Fredericksburg, Va. 

Thomas J. Burton, formerly freight traffic manager of the 
Argonaut Line, has joined the traffic department of the new 
Robin Line, operating monthly service from New York to South 
and East African ports. 

H. B. Smith, in the employ of the War Department as 
transportation economist, has been assigned to the staff of Lt. 
Col. R. S. Thomas, Corps of Engineers. Until recently he was 
traffic manager of the Mississippi Valley Barge Line and is 
former general freight agent of the Cleveland and Buffalo 
Transit Company. 

The Atlantic Coast Line announces the appointment of C. P. 
Wood, traveling freight agent, New Orleans. 





Doings of the Traffic Clubs 





The Transportation Club of St. Paul held its monthly golf 
tournament August 16 by accepting the invitation of the Min- 
neapolis Traffic Club to join it at play at Midland Hills. 

Robert S. Henry, assistant to the president, Association 
of American Railroads, was the speaker at the August 15 
luncheon of the Washington (D. C.) Transportation Club. His 
subject was “Transportation Policies.” 

The Indianapolis Traffic Club will have its summer golf 
outing August 22 at Hillcrest Country Club. 

The Traffic Club of New York will have a golf outing August 
20 at the Oakland Golf Club, Bayside, Long Island. 

L. F. Chapman, superintendent of the Florida state farm at 
Raiford, was the speaker at the noon luncheon of the Traffic 
Club of Jacksonville, August 12. There will be a fish fry and 
fishing contest at Jacksonville Beach September 7. On Sep- 
tember 9 the coaching staffs of the University of Florida and 
the three county high schools will be guests. 

Eugene Talmage, governor of Georgia, will be the speaker at 
the August 20 luncheon of the Birmingham Traffic and Trans- 
portation Club. 

The Women’s Traffic Club of Los Angeles was entertained 
at its meeting the evening of August 14 by Max Asher, magician 
and make-up artist for the movies, and his assistant, Feed Kel- 
sey. The club is prosecuting an active campaign to get for 
Los Angeles the 1936 spring convention of the Associated Traffic 
Clubs of America. The Los Angeles Transportation Club and the 
Rail and Water Club, Los Angeles, are also members of the 
association. An effort is being made to have a large Los An- 
geles representation at the October convention of the association 
in Indianapolis. 





The Traffic Club of Denver has ratified the resolutions re- 
ferring to government ownership and the railroad labor bills in 
Congress adopted by the Associated Traffic Clubs of America. 





The Traffic Club of Detroit will have its final 1935 outing 
at Oakland Hills Country Club August 20. There will be golf, 
bridge for the ladies, and a dinner dance. The club will start 
its bowling season September 20. 





The Metropolitan Traffic Association of New York will 
hold its first meeting of the fall season September 12 at Mid- 
ston House, New York. The nominating committee will pre- 
sent a slate of officers. September 4 the members have been 
invited to inspect the Ebling Brewery in Brooklyn. The club’s 
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bowling league will hold its first practice September 16 and 
the league will get under way October 7. 





The Traffic Club of Dallas will resume its meetings Septep. 
ber 9, again meeting in Palm Garden of the Adolphus Hotel 
Later meetings will be held September 23, October 14, and (p¢. 
tober 28. 

The Columbus Transportation Club has appointed the fg). 
lowing delegates to the October convention of the Associated 
Traffic Clubs at Indianapolis: J. H. Stinson, traffic manager. 
Seagrave Corp.; F. M. Brownewell, sales manager, Columbus 
Clay Mfg. Co.; G. P. Dolle, freight traffic representative, Peyp. 
sylvania R. R.; C. D. Cashner, soliciting freight agent, C. & 0, 
R. R. Alternates: C. E. Veth, secretary, Smith Agricy). 
tural Chemical Co.; L. W. Lewis, purchasing agent, M. & R 
Dietetic Lab. Corp.; C. C. Fogle, agent, C. & L. E. R. R.; P. J, 
Cummins, V. P., Three C’s Highway. 





IMPROVEMENT OF HIGHWAYS 
(Continued from page 292) 


counties in that state. This allotment covers the entire amount 
earmarked to Michigan from the $200,000,000 fund set aside for 
grade crossing projects throughout the country. 

The President also has approved an allotment of $5,498,000 
of the funds previously apportioned by Secretary of Agriculture 
Wallace to Michigan for improvement of highways, roads, and 
streets in 36 counties of that state. 


TRUCKING STUDY IN NEW ENGLAND 


The New England Association of Public Utilities Commis. 
sioners has adopted a resolution providing for appointment of a 
committee to be comprised of at least one member of the staff 
uf each commission to formuate and recommend (1) a uniform 
motor truck freight classification, and (2) “a general sound, 
economic plan and basis for fixing motor truck freight rates.” 


—_—. 


BONDED TRUCKS 


“Unfair competition in the advertisement of a_ trucking 
service as a ‘bonded carrier,’ when, in fact, it is not such a car- 
rier, is banned under a stipulation entered into with the Federal 
Trade Commission by Lowell Trucking Corporation, of Lowell, 
Mass.,” says the Commission. “This company has branch offices 
at Lawrence and Boston and in New York City.” 


TRUCK CLASSIFICATION ORDER 


The Massachusetts Department of Public Utilities has pre- 
scribed minimum rates and classifications for contract motor 
carriers to seventy-three points in that commonwealth from Bos- 
ton and Worcester. The prescription was made on petition of 
the Motor Truck Rate Bureau of Massachusetts, Inc. The bureau 
asked for rates to many more points than the order covers. 
The contract carriers involved are those in competition with 
common Carriers over the highways of Massachusetts. 

Density is the foundation for the classifications adopted by 
the Massachusetts body. The considerations that have moved 
railroad classification committees and state commissions were 
ignored in making up the truck classification and rates. The 
first or base classification or rate applies to articles having a 
density greater than 20 pounds a cubic foot and the minimum 
is 14,000 pounds. The second applies to articles of a density of 
15 to 20 pounds a cubic foot, minimum 10,500 pounds; third 
applies on articles having a density from 10 to 15 pounds, mini- 
mum 7,000 pounds; fourth applies on articles having a density 
from 5 to 10 pounds, minimum 3,500 pounds; and fifth applies 
to articles of a density below 5 pounds a cubic foot, with a 
minimum of 1,500 pounds. The minima are what are deemed 
to be reasonable loads for the average vehicle. 

Having adopted a density foundation for the classifications 
of articles in this case, it is inferred by those interested in it 
that the utility body, when it prescribes other rates, will also 
use density classifications. 

In commenting on the case the bureau said that Massachu- 
setts was a pioneer in developing and advancing the cost theory 
for use in the making of a rate structure for the motor truck 
industry and had always contended that the rail rate structure 
and classification of articles should not be applied to the motor 
truck industry. A further statement is that the rates filed by 
the majority of common carriers in intrastate operation in 
Massachusetts are all based on the cost of operation and the 
cubical density of articles prescribed for contract carriers. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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WATCHING SERVICE 


A highly specialized service, the purpose of which 
is to advise the shipper promptly of rate changes and 
action of the Interstate Commerce Commission and 
Shipping Board Bureau of the Department of Commerce 
in all matters coming before those bodies in which he 
may have an interest. It is a comprehensive service, 
covering your traffic and, of equal importance, your 
competitors’ traffic. Prompt advice in the above 
respects is essential to a maintenance of proper rate re- 
lationships, a matter of utmost importance to the shipper. 

On advice as to your plant location, your inbound 
and outbound commodities, and, in general terms, their 
origin and destination, we keep you constantly informed 
on all matters that may affect the rates on which you ship. 

All rate changes published in tariffs filed with the 
Commission and Shipping Board Bureau; complaints, 
petitions, and applications filed with the Commission 
and Shipping Board, including applications for publica- 
tion of rates on short notice and petitions for suspension 
of rates, and the action of the Commission and Shipping 
Board Bureau thereon, are promptly reported. ~, 
porting documents are forwarded without cost, except 
where a cash outlay is necessary. 

The service is your insurance against losses that may 
result when you fail to receive a new tariff or supple- 
ment from the carriers; when rates are changed on short 
notice and you don't hear about the change in time; 
when the Commission suspends a reduced rate on 
which you ship or an increased rate on which a com- 
petitor ships; when you fail, through lack of knowledge 
of its publication, to petition the Commission or 
Shipping Board Bureau for the suspension of an 
unfavorable rate on which you ship, or one that unduly 
favors your competitors; if there is a transit service you 
have overlooked, or if transit privileges at any point 
are to be cancelled. 

The service goes far beyond that ordinarily and 
usually available. 

On your request we will (a) place your inquiry on 
our ‘docket’ and advise you of any action taken by the 
Commission or parties in interest to any proceeding; 
b) furnish any government document, including 

ongressional bills; (c) reproduce, or prepare a 
digest of, complaints, testimony, briefs, proposed 
reports, and decisions in proceedings before the 
Commission or Shipping Board Bureau when copies are 
not available; (d) interpret tariffs filed with the 
Commission or Shipping Board Bureau; (e) advise as to 
the liability of common carriers of goods; (f)analyze and 
digest decisions of the courts and Commission in carrier 
rate and regulatory matters; (g) act as your Washington 
contact representative. The only limita ion is that the 
amount of work involved shall not be too extensive. 

It is a service you should not be without, and the 
cost is moderate. 

Additional information about this service and the cost 
are yours without obligation if you will write to the 


Special Service Department 


of the 


TRAFFIC SERVICE CORPORATION 


708, Earle Building 


Washington, D. C. 
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Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) hay 
been added since the last issue of The. Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellation, 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


August 29—San Francisco, Calif.—Merchants’ Exchange: 

Air Mail Docket No, 6—Air mail rates for Route No. 33. 
September 3—Oklahoma City, Okla.—Skirvin Hotel—Examiner Steer 
* Railway Labor Act No. 15. , 
September 4—Philadelphia, Pa.—Chamber of Commerce Rooms—fx. 

aminer Griffin: 

26968—E. I. DuPont de Nemours & Co., Inc., vs. B. & O. et al. 

27042—Whitall Tatum Co. vs. Western Maryland Ry. et al. 
September 5—Jefferson City, Mo.—Public Service Commission—Com. 

missioner Porter and Examiner R. C. Taylor: 

1. & S. No. 4119—Jefferson City and North Jefferson, Mo., rates, 
September 5—Philadelphia, Pa.—Chamber of Commerce Rooms—Ex. 

aminer Griffin: 

27014—A. Bronstein et al. vs. B. & O. et al. 
aa nd 5—Denver, Colo.—Public Utilities Commission—Examiner 

eems: 

26780—I. Rothschild Produce Co. et al. vs. Alton & Southern et aj, 
September 6—Chicago, Ill.—Morrison Hotel: 

25143—Swift & Co. et al. vs. N. Y. C. et al. (further hearing). 
September 6—Oral argument—Washington, D. C.: 

27025—Emergency Freight Charges within, Oklahoma. 
September 6—Buffalo, N. Y.—Hotel Buffalo—Examiner Berry: 

1. & S. 4124—Newsprint paper to Illinois territory. 

September 6—Philadelphia, Pa.—Chamber of Commerce Rooms—Ex- 
aminer Griffin: 

26603—-M. E. Culver et al. vs. Pennsylvania. 

September 6—Wichita, Kan.—Allis Hotel—Examiner Hagerty: 

26140 and Sub. Nos. 1 and 2—Red Star Milling Co. vs. A; & R. et al, 
Sooner 7—Denver, Colo.—Public Utilities Commission—Examiner 

eems: 

26892—-Adolph Coors Co. et al. vs. A. T. & S. F. et al. 

September 9—Colorado Springs, Colo.—City Council Chamber, City 
Hall—Examiner Weems: 

27061—Holly Sugar Corp. vs. A. T. & S. F. et al. 

27005—Holly Sugar Corp. vs. Alton et al. 

September 9—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 


fin: 

a a eee Smelting & Refining Works, Ltd., et al. vs. S. I. R. 7. 
et al. 

September 9—Ardmore, Okla.—U. S. Court Rooms—Examiner Hag- 
erty: 

20416—Harry Abels vs. A. T. & S. F. et al. (further hearing). 

September 9—Kansas City, Mo.—Chamber of Commerce Rooms—Ix- 
aminer R. G. Taylor: 

27056—Brown-Strauss Corporation et al. vs. Alton et al. 

September 9—Milwaukee, Wis.—Hotel Wisconsin—Examiner Berry: 
6848—Meyer Burstein & Sons vs. A. & W. P. et al. 
September 9—Cleveland, O.—Hotel Statler—Examiner Worthington: 

1 & S. 4116—Cleates, palmitates, stearates, etc., classification. 

September 10—Washington, D. C.—Examiner M. L. Boat: 

Fourth Section Application 15676—Authority to establish and main- 
tain rates on coke, coke breeze, dust and screenings from and/or 
between points in C. F. A., I. F. A., W. T. L., Sou., and T. L. 
territories. 

September 10—Washington, D. C.—Examiner Curtis: 
» 2 - No. 4112—Carbon Furnace Electrodes from Niagara Falls, 
September 10—Lexington, Ky.—Lafayette Hotel—Examiner McChord: 
27003 and Sub No. 1—Joseph Papania & Co. vs. A. C. L. et al. 


a 10—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 


n: 
27002—John Nix & Co. et al. vs. Railway Express Agency, Inc., et al. 
September 10—Cleveland, O.—Hotel Statler—Examiner Worthington: 
1. & S. 4121—Sludge acid between C. F. A. and T. L. points. 
September 10—Kansas City, Mo.—Chamber of Commerce Rooms—Ex- 
aminer R. G. Taylor: 
27030—Kansas City Ice Co. et al. vs. A. T. & S. F. et al. 
September 10—Milwaukee, Wis.—Hotel Wisconsin—Examiner Berry: 
26963—Knauf & Tesch Co. vs. A. G. §. et al. 


September 11—Cleveland, O.—Hotel Statler—Examiner Worthington: 
26966—General Dry Batteries, Inc., vs. C. & E. I. et al. 

September 11—Milwaukee, Wis.—Hotel Wisconsin—Examiner Berry: 
27007—Cumberland Fruit Package Co. vs. C. St. P. M. & O. et al. 


September 11—Louisville, Ky.—Brown Hotel—Examiner McChord: 
27016—John Sangalli vs. B. & O. et al. 
27020—Price Chemical Co. vs. L, & N. et al. 


at renal 11—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 


n: 
27037—Natural Products Refining Co. vs. C. R. R. of N. J. 
September 11—Kansas City, Mo.—Chamber of Commerce Rooms—Ex- 
aminer R. G. Taylor: 
26795—Weyl-Zuckerman & Co. et al. vs. Alton et al. 
September 11—Amarillo, Tex.—U. S. Court Rooms—Examiner Hagerty: 
26819—Hardeman-King Co. vs. A. T. & S. F. et al. 
September 12—Albany, N. Y.—Public Service Commission Rooms—Ex- 
aminer Mattingly and Commissioner Mahaffie: 
26860—Albany Port District Commission vs. A. & W. Ry. et al. 
September 12—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 


fin: 
27069—United States Shellac Importers Assn., Inc., vs. B. & O. et al. 










SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 


1. A Check on Your Tariff File 


THE FRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Commission and the Shipping Board Bu- 
reau in the current week, enabling you to get copies 
of those that will change your rates, well in advance 
of the effective dates. 
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2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checkirig. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads and the steamship lines 
must file short notice applications with the Commis- 
sion and the Shipping Board Bureau, respectively. 
These applications are printed in THE TRAFFIC 
BULLETIN as they are filed in Washington, along 
with the list of “Permissions” (short notice changes 
which are allowed by the two regulatory bodies). 
Infermation of this kind, received in advance of a 
change in one ry instance, may save you more 
than the cost of a full year’s subscription. 
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4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN receive 
free of charge the quarterly dockets of the Consoli- 
dated Classification Committee, listing the changes 
currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned by the Com- 
mission and the Shipping Board Bureau, express 
tariffs, and steamship sailings. 


6 The same kind of information with respect to 
* truck transportation as soon as the new motor 
carrier regulation law becomes effective. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$5.00 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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MAKE 
MORE PROFIT 


There is money to be made in exports 
and imports. Too complicated? Not when 
you deal with the AMERICAN MAIL 
LINE. Our agents, through years of ex- 
perience, can give you any information you 


wish . . . complete and correct . .. on 
details of exporting to or importing from the 
Orient. An American Mail Line President 
Liner sails from Seattle every other Saturday ; 
one arrives in Seattle every other Tuesday. 
Schedules regular as clockwork. 


This service is augmented by a fleet of fast 
cargo liners with regular frequent service to and 
from ports of Japan, China, Hongkong and the 
Phillipines. 
For information, apply desk No. 6 

21 West Street New York 

1714 Dime Bank Bldg Detroit 

110 So. Dearborn St Chicago 

Union Trust Bldg. Arcade Cleveland 

General Freight Office 
740 Stuart Building 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 








SCOOP No. 1000 


AGAIN 
NATIONAL FREIGHT RATE SERVICE 
SCOOPS THE FIELD 


by furnishing their subscribers with the NEW RATES 
to WESTERN TRUNK LINE TERRITORY ON THE 
EFFECTIVE DATE, August 20, 1935. 


FOR TWENTY CONSECUTIVE YEARS NATIONAL 
oj ad RATE SERVICE has made an enviable record 
of being 


“FIRST WITH THE LATEST” inRATE CHANGES 


We have always maintained that PROMPTNESS of 
Revision Service is what the term “RATE SERVICE” 


implies. 


That is why NATIONAL FREIGHT RATE SERVICE 
has for years been the favorite with many of America’s 


BEST EQUIPPED TRAFFIC DEPARTMENTS. 


TRAFFIC MANAGERS have come to rely on this kind 
of service, and EXPECT, DEMAND and RECEIVE 


THE LATEST—FIRST 
FROM 


NATIONAL 
FREIGHT RATE SERVICE 


DOWAGIAC, MICHIGAN 


Drop us a line for further details of this time-saving, 
simplified rate service. 
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Za FLEET 
> FREIGHT SERVICE 


CRgulet. ast 
pxar7 BOSTON, 


Z ) NEw ORLEANS, 
The President Liner Parade! 


ROUND THE WORLD 


SAN FRANCISCO, ano ST. JOHNS, N. B. 
President Liners, fast dependable ships, sail in a never-ending 









between 


AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL end SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEP’T 


New York........Pler 3, Nerth River 


Chieage....... itt W. Washington St. St. John, N. B....H. E. Kane & Co. 
San Franelseo..... 1001 Fourth Street Lendon, England...... Caribbean 8.8. 
Boston... .....cccceees -.-Leag Wharf Ageney, 69 Olid Broad Street 


Also regular woolly gomeaver service (and “‘Guest Cruises”) 
to the West Indies and Caribbean. 


parade Round the World, following the sun to a score of fas- 


cinating ports in a dozen foreign countries. Clock-like sailings, 
regular schedules make this the most unique service on the 
seas. You can circle the globe in 85 days or take up to two full 
years by stopping over anywhere and continuing on as you 
please. The First Class fare, $821, includes a pleasant outside 
stateroom, delicious food, outdoor swimming pool and broad 
play-decks. For details about this and other President Liner 
cruises, see your travel agent or... 


DOLLAR Steamship Lines 


NEW YORK - CHICAGO - SAN FRANCISCO 
and other principal cities 
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September 12—Washington, D. C.—Examiner C. K. Glover: 
Fourth Section Application 15742—Cottonseed between 
southern territory—Filed by J. E. Tilford. 
September 12—Salt Lake City, Utah—Hotel Utah—Examiner Ween 
25980 and Sub. No. 1—Idaho Grimm Alfalfa Seed Growers’ Asmar! 
tion vs. A. & R. et al. (further hearing). . 


September 13—Toledo, O.—New Secor Hotel—Examiner = ort 
26990—Owens-Illinois Glass Co. vs. C. KR. R. of N. J. et 

September 13—Henderson, Ky.—Federal Bldg. aiiaiaia MeChor 
27019—Green River Valley Coal Co., Inc., vs. C. B. & Q. et al. 


oy a 13—Menominee, Mich.—Federal Bldg.—Examiner Berry: 
. & S. 4097—Lumber between points in Official territory (2), 


september 13—New York, N. Y.—Hotel Pennsylvania—Examiner Grif. 


26852—Abbotts Dairies, Inc., vs. M. St. P. & S. S. M. et al. 
September 13—Washington, D. C.—Examiner M. L. Boat: 
* Fourth Section Application No. 15942—Alcohol liquors to New (). 
leans, La.—Filed by J. E. Tilford. 


~~. 14—Detroit, Mich.—Hotel Ft. 
ington: 
27060—_A. J. Bloomgarden & Sons, Inc., vs. Penna. et al. 


September 14—Lubbock, Tex.—Lubbock as eed Hagerty: 
23949—Amherst Elevator Co. et al. vs. A. T. & S. F. 
ee 14—Lincoln, Neb.—Hotel isanieninanednaaaden R. @G 
Taylor: ‘ 
26714—Chester B. Brown vs. Arkansas Railroad et al. 

September 16—Minneapolis. Minn.—Nicollet Hotel—Examiner Berry: 
26939—-Northwest Fruit & Produce Co. vs. C. . & PB, 
26995—St. Anthony & Dakota Elevator Co. vs. Great Northern. 

5. & S. 4125 and Ist sup. order—Transit on dairy products at Twin 
ities. 

September 16—Lansing, Mich.—Federal Bldg.—Examiner Worthington: 
27029—Ryon Grain Co. vs. Lehigh Valley R. R. et al. 


September 16—Los Angeles, Calif.—Calif. R. R. Comm., State Bldg— 
Examiner Weems: 

25296—Otis Gin & Warehouse Co. et al. vs. A. T. & S. F. et al, 

26958—Otis Gin & Warehouse Co. et al. vs. A. T. & S. F. et al. 


epee 16—Jackson, Tenn.—U. S. Court Rooms—Examiner Me- 
ord: 
26071—W'est Tennessee Shippers’ Association et al. vs. A. G. S. etal, 


Cogan 16—Lincoln, Neb.—Cornhusker Hotel—Examiner R. G. 
aylor: 
25908—D. S. Keefe et al. vs. A. T. & S. F. et al. 
22378—Romeo Stores Co. et al. vs. U. P. et al. (further we 
September 17—Houston, Tex.—Ben Milan Hotel—Examiner A. G. Hag- 
erty 
* Fourth Section Application No. 15911—Binder twine from Houston, 
Galveston and Texas City, Tex.—Filed by F. A. Leland 
* Fourth Section Application No. 15927—-Binder twine from Louisiana 
—Filed by F. A. Leland. 
September 17—Washington, D. C.—Director Sweet: 
Finance No. 9952—Reorganization of the C. & E. I. Ry. under the 
amended bankruptcy act. 
September 17—Washington, D, C.—Examiner M. L. Boat: 
Fourth section application 15709—Petroleum products to North 
Plymouth, Mass.—Filed by W. S. Curlett. 
September 17—Washington, D. C.—Examiner Rogers: 
24050—A. Johnston Grand Chief Engineer of Brotherhood of Loco- 
motive Engineers et al. vs. A. C. L. et al. (further hearing). 
September 17—Moline, Ill.—LeClaire Hotel—Examiner Fuller: 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 


September 17—Los Angeles, Calif.—State Bldg.—Examiner 
* 27084—Globe Grain & Milling Co. vs. A. T. & S. F. et al. 


September 17—Minneapolis, Minn.—Nicollet Hotel—Examiner Berry: 
26694—-National Atlas Elevator Co. vs. Great Northern. 
26741—Imperial Elevator Co. vs. Great Northern. 
26812—Hoover Grain Co. vs. Great Northern Ry. 
26827—-The Tenney Co. vs. Great Northern Ry. 


September 17—Milwaukee, Wis.—Hotel Wisconsin—Examiner Worth- 


ington: 
27066—Waupun Oil Co. et al. vs. A. & S. et al. 
C.—Examiner C. K. Glove 


September 18—Washington, D. 
Fourth section application 4823—Iron and steel to sooth Atlantic 
ports—Filed by Curlett and Jones. (Further hearing.) 


September 18—Sioux City, Ia.—Warrior Hotel—Examiner R. G. Tay- 


lor: 
25675—Booth and Olson, Inc., vs. C. M. St. P. & P. 


September 18—Los Angeles, Calif.—State Bldg.—Examiner Weems: 
26875—J. G. Boswell Co., Ltd., et al. vs. A. T. & S. F. et al. 

September 18—Minneapolis, Minn.—Nicollet Hotel—Examiner Berry: 
1. & S. 4114 and ist sup. order—Seeds in Western territory. 


September 18—Memphis, Tenn.—Peabody Hotel—Examiner J. Mc- 
Chord: 
* Fourth Section Application No. 


15524—Charcoal 
Tenn.—Filed by F. A. Leland 
* Fourth Section Application No. 15985—Cotton to New Orleans, Gulf- 
port, Mobile, etc.—Filed by L. & N. R. R. 


September 18—Chicago, Ill.—Sherman Hotel—Examiner A. 
ington: 

* Fourth Section Application 14934—Iron and steel articles in Illinois 
territory—Filed by C. W. Galligan. 


September 19—Chicago, Ill—Hotel Sherman—Examiner Fuller: 
26986—Amersil Co., Inc., vs. C. B. & Q. et al. 

Fourth section application 15902—Sand from producing points in 
Central territory—Filed by B. T. Jones. 

Fourth section application 15930—Sand from New England and 
Trunk Line territories—Filed by W. S. Curlett, Frank Van Um- 
mersen and B. T. Jones. 

September 19—Sioux Falls, S. D.—U. S. Court Rooms—Examiner R. 
G. Taylor: 
26337—-Sioux Falls Rendering Co. et al. vs. C. & N. W. et al. 
26919—Manchester Biscuit Co. vs. C. M. St. P. & P. et al. 
September 19—Los Angeles, Calif.—State Bldg.—Examiner Weems: 
27046—Holly Sugar Corporation vs. A. T, & S. F. et al. 
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MooREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 
From BOSTON, hyper rye TAMPA Kage NEW  OLEANS 


MOORE and McCORMACK, Inc., Agents 


roe Ana Se. Bourse 


5 Broad Bidg. 
w YORK, rdf NS, Whitney Bank Bidg. 
vette St. 


NE 
Seaboard Bids. NEW ORLEA 
BATON 15 State Street TAMPA, 518 E. 
DETROIT, 556 Book Bids. 
PITISSURGH, Clive. Bids. 
ROCHESTER, “1408 Temple } ide. 
HOUSTON, State Nationa! Bids. 
MOBILE, Merchants Bank Biden 


503 Mar 
CATON 0, 503 738 Government St. 
$1. LOUIS, alley Exch aide. 
MPHIS n Ex e 
MEPUS CHRISTI, Nixon Bidg. 


Southern Steamship my 


(Pioneer Steamship Line to Houston ) 


OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 
and Houston, Texas 


SAILINGS: 
From Philadelphia ....... Wednesdays and Saturdays 
From Norfolk to Houston .............. Thursdays 
From Houston to Philadelphia . Mondays and Thursdays 
From Houston to Norfolk ...............+ Mondays 


Low Rates Quick Dispatch Thru Package Cars 
GENERAL OFFICES: 


1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


General Merchandise— Cold Storage 
arehouse 


WAREHOUSING — DISTRIBUTION — FINANCING 
Cargo-Hendling Freezers 


Rail-Lake and Barge Coolers 
Terminal Auto Dealers 
96 Car Track Warehousing 
Capacity Service 
2000 Feet Private aa Office and Factory 
Dock ace 


Storage-in-Transit 


TERMINALS & TRANSPORTATION CORPORATION 
HARBOR TURNPIKE BUFFALO, N. Y. 














1 EXPERIENCE 

2 STABILITY 

3 SERVICE 

Lk 4 FACILITIES 
= Pool Car distributors. 

Bonded to U. S. Customs Department. 

Complete ~ _—- 

Central Loca 

Building Pn + throughout. 

Private Siding. 


OLYMPIC 





WAREHOUSE & COLD STORAGE CO. 


J. R. GOODFELLOW, President and General Manager 
SEATTLE, WASHINGTON 
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PORT 
HOUSTON 


THE 
COMMERCIAL 
INDUSTRIAL 
FINANCIAL 
SHIPPING 

AND 
DISTRIBUTING 
METROPOLIS 

OF THE 
SOUTHWESTERN 
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Sites for industries of any sort 
are immediately available. Write 
for your copy of The Houston 
Port Book today and learn more 
about Texas’ Leading Port. 








Mr. J. Russell Wait, 
Director of the Port, 
Houston, Texas. 


Please place me on your mailing list. 


QUAKER LINE 


and 
CALIFORNIA EASTERN LINE 


Coast to Coast Services 
Albany, New York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 
and 


San Diego, Los om San Francisco, Oakland, Stockton, Sacramento, 
Portland, Seattle nd, Seattle and T Tacoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 


Albany—D & H Building Chicago—327 S. Liaiie St. 
Philadelphia—The Bourse Pittsburgh—Gulf Bldg. 
Norfolk—111 E. Plume Street Detroit—General Motors Bidg. 
Baltimore—Keyser Building Savannah—Cotton a J, ae 
Boston—33 Broad Street Jacksonville—P. O. Box 
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om Muber # 
S. Calumet Ave. 
1 Om MO) = ie > @=2 93 <3 
Daily Refrigerator Service Between 





1001 
W. Main St. 


Chicago Louisville, Ky. 





CHICAGO LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all points in Kentucky, Tennessee, 
North Carolina, South Carolina and Georgia 





TRAFFIC MANAGERS 








T. J. MCLAUGHLIN 


TRAFFIC COUNSELOR 


Traffic 


Interstate Commerce and State Commission Cases and 
ey Commerce 


815 Mills Bldg. 


WASHINGTON, D. C. Specialists 





HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Valuation 
Experts 


Cost and Statistical Analyses—Matters Relating 


to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Zee ssecceeesecescesacsaacececeuesssceceugsasgessasessas, 
’ 
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ATTORNEYS AT LAW | 


HARRY C. AMES 


ATTORNEY AT LAW 


% 





Practicing Successor to Keene & Ames 
Formerly Attorney and Examiner 
before the Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 





INTERSTATE 
COMMERCE 
COMMISSION 











Stupy the traffic 
rules in offices equipped with Pro- 
technic Ediphones. It's think once 
. . . write once ... at 
once. Telephone The 
Ediphone, Your City, 
or write to Thomas A. 


Edison, 
New Jersey. 


techn 
Ediphone 


Inc., Orange, 


THE COMPLETELY ENCLOSED DICTATING MACHINE 
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eee ond 19—Chicago, Ill.—Hotel Sherman—Examiner A. g. Wo 

ngton: 

* Fourth Section Application 15962—Paint material ~~ Chieagn g 
to Baton Rouge and New Orleans, La.—Filed by R. A. Sperry 


—ae 20—Huntsville, Ala.—Russell Erskine Hotel—Examiner y 
ora: 
26365—J. H. Condra & Co. vs. A. G. S. et al. 


September 20—Chicago, Ill.—Hotel Sherman—Examiner Worthingty, 
24790—Alemite Corporation vs. B. & O. et al. (further hearing) — 


September 20—Los Angeles, Calif—State Bldg.—Examiner Weeny. 
27009—California Cotton Oil Corporation vs. A. T. & S. F. et al. 


September 20—Chicago, Ill.—Sherman Hotel—Examiner Worthingtop 
* 1. & S. No. 4127—Classification of plumbers’ goods in the south, » 
September 21—Moline, IllLeClaire Hotel—Examiner R. @. Taylor 

26931—Dimock Gould & Co. et al. vs. Alton et al. > 


September 21—Chicago, Ill.—Sherman Hotel—Examiner Worthingte, 
26439—Joseph Schonthal Co. vs. Pennsylavnia et al. 
26436 and Sub. Nos. 1 and 2—Joseph Schonthal Co. vs. C. R, Ra 
N. J. (further hearing). 


Caner 23—St. Louis, Mo.—Coronado Hotel—Examiner R, G, Ty. 


26218—Laclede Steel Co. vs. L. & N. et al. 

September 23—Milwaukee, Wis.—Hotel Wisconsin—Examiner Pull. 
23912—Malleable Iron Range Co. vs. Ann Arbor et al. 
24309—Malleable Iron Range Co. vs. C, M. St. P. & P. et al, 

September 23—San Francisco, Cal.—Merchants Exchange—Examing 


Weems: 
26916—Standard Oil Co. of California vs. L. A. & 




















S. L. et al. 


Digest of New Complaints 











No. 27084, Globe Grain & Milling Co., Los Angeles, 
& S. F. et al. 

Failure and refusal of defendants to interpret and constre 
provisions of their tariff so as to apply feeder and stocker rats 
on live stock consigned to and received at complainant’s stock 
yard in Los Angeles in violation of sections 1, 2 and 3, the undw 
preference being for stock yards located adjacent to Los Angeles 
Asks for the removal of the undue prejudice by the establish. 
ment of feeder and stocker rates to its stock yard. (Emuel J, 
Forman, practitioner, 907 E. 38rd St., Los Angeles, Calif.) 

o. 27085, Glenn Evans and Arthur M. Adler, Chicago, IIl., vs. Cen- 
tral of New Jersey. 

Rates, grease in packages and in tank cars, points in South 
Dakota, Iowa, North Dakota and Nebraska to Ivorydale and Day- 
ton, O., Conshohocken, Pa., and Chicago, IIl., in violation of sec- 
tion 1. Ask reparation. (R. W. Schapanski, traffic representative, 
Fruit Distributors Bldg., South Water Market, Chicago, III.) 

o. 27086, Hartford-Empire Co. et al., Hartford, Conn., vs. N, Y. 
a.m. @ BB. at al. 

Rates, molding and glass sand, Van Hoesen and Brookview, 
N. Y., to Terryville, Conn., and from Mapleton, Pa., to Hartford, 
Conn., in violation of section 1. Ask new rates and reparation 
(Lewis H. Rubin, practitioner, 150 Nassau St., New York, N. Y) 

No. 27087, Vanderslice- Lynds Co., Kansas City, Mo., vs. M. P. et al 
Rates, grain and grain products, transited at Kansas City and 

moving to points in Ark., Ia. and Tenn., in violation of section é. 

Asks reparation. (F. Gordon Willis, registered practitioner, 604-3 

Kemper Bldg., Kansas City, Mo.) 

No. 27088, Mirific Products Co., Granite City, Ill., vs. Alton & South- 
ern et al. 

Rate, solid asphalt in drums, Waterloo, Ark., 

violation section 1. Asks reparation. (J. G. Brice, atty., 


Calif., vs. A. 7 
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2 





to Canton, 0., il 
915 Olive 

















St., St. Louis, Mo.) 
Th 
AN EFFICIENT SECRETARY, stenographer or general office 
man desires connection with a concern (preferably steamship) offer- 
ing opportunity for advancement commensurate with ability. Ex 
perience includes the handling of all routine in Baltimore & Carolina P/ 
Line’s port office at Lake Charles, La. Box E E F-1, Traffic World P, 
418 South Market St., Chicago, Ill. P 
P, 
SESSCSKESCOSSSEEOESTEHSeceeeeEeeeDecececaeeEeRacseeeesoceeeeeeoseeeReascaaeeecssst’ Ly 


Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES: 


H : Storage and Distributing of Merchandise of Every Description 


_iendiscactntenemeceacmaninrsnataen.deentiomanseterimeseeninnenttneth ttinae. tresctaie 
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Modern in désiqn-maintained in perfect condition 


NORTH AMERICAN CAR CORP. (°S") 227 Sourm 14 sare st 





